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WISCONSIN RAPIDS 2 


WISCONSIN 
WISCONSIN RAPIDS has a com. 


bined suburban and urban population 
of well over 12,000, a city of homes 
and home owners. SCHOOLS—Five 
public graded schools, four parochial 
schools, one junior high, one high and 
a county teachers training and agri- 
cultural school. 115 teachers are em- 
ployed. PARK SYSTEM—excellent, 
acres of picnic grounds, miles of bridle 
paths, several tennis courts, swimming 
pools and an 18 hole golf course. 
CHURCHES—nearly all denomina- 
tions represented, membership about 
5,700. THEATERS—two legitimate 
and movie houses in addition to sev- 
eral auditoriums, including a field 
house seating 5,000, second largest in 
the state. TRANSPORTATION— 
four rail lines furnish splendid shipping 
and passenger facilities. A strictly 
modern airport two miles south of the 
city. INDUSTRY—Wisconsin Rapids 
is the home of ten manufacturing in- 
dustries with an average annual output 
of $14,800,000. Within a few min- 
utes of the city are Nekoosa, Port 
Edwards and Biron, three of the largest 
pulp and paper towns of the country. 
The chief industries of the city proper 
are paper making, paper products, re- 
frigerating and ventilating machinery, 
clothing, overalls, canned goods, 
camp equipment, camp _ furniture, 
paints and oils, butter, cheese, bever- 
ages, sand, gravel, bricks, monuments, 
foundries and machine shops. NEWS- 
PAPER—The Wisconsin Rapids Daily 
Tribune. 


The Movie Camera Tells Part of the Story 
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Port Edwards Mill of the 
Nekoosa Edwards Paper Co. 


Wis. Rapids Plant 
Con. Water Power & Paper Co. 
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A feeling of personal partnership with its 
shippers .. . a friendly interest in meeting 
special problems . . . a willingness and abil- 
ity to follow through . . . have earned Erie 
its reputation for “delivering the goods” 
on schedule. Get acquainted with your 
Erie representative. He is ready to work 


with you, whole-heartedly, at all times. 
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NOW 


STORE DOOR 
PICK-UP AND DELIVERY 


The Monon Route has established pick-up and delivery service 


at all points on its railroad. It works as simply as A BC. 
Here's how: 


1 
2 
3 
4 
> 





Just telephone Monon Route Freight Agent. sou 


He will send truck for your shipment. 


Truck will deliver shipment to Monon freight 
Station. 


Shipment will go forward on first outgoing 
train. 


On arrival at destination, it will be delivered 
promptly to consignee. 









That’s all there is to it. No worry on your part. We perform the whole 
transportation service from door to door and assume full responsibility. 
You pay only one charge—the Monon Railroad’s freight bill. 


Please. telephone today for full particulars about this new service. 





F. W. KUHN J. R. VAN DELINDER 
General Freight Agent General Freight Agent 
E. P. VERNIA, Vice President 
Chicago, Ill. 


MONON ROUTE 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





REGULATION EQUALIZATION 

NSWERING Coordinator Eastman’s question as to 

whether rail, motor, and water transportation 
should have equal opportunities of competition, so far as 
federal regulation is concerned, Ted V. Rodgers, presi- 
dent of the American Trucking Associations, Inc., says: 
“They should.” If he and others with the same interest 
he has would stop there for a time, and if those on the 
other side of the fence—the railroads—would also stop 
at the same place, until it could be understood that there 
is agreement on this principle, much would have been 
accomplished. But Mr. Rodgers and those like him al- 
ways go on to make charges and countercharges, to 
clutter up the record with a lot of incidents, and gen- 
erally to obscure the issues and increase the temperature 
of the debaters until agreement seems hopeless. 

No one that we know of whose opinion is worth any- 
thing or whose standing amounts to anything is insist- 
ing that all the regulation now applied to the railroads 
should be put on the motor vehicles. But neither does 
anyone whose opinion amounts to anything insist that 
the motor vehicles ought to be allowed freedom from 
regulation while the railroads are hampered by it, or see 
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anything but unfairness in the present situation. Why 
not, then, agree amicably on the principle of equalization 
and then proceed to argue, if argument there must be, 
on just what regulation ought to be imposed on the motor 
vehicles, in the public interest, and just what regulation 
ought to be removed from the railroads in the interest 
both of fairness to them and to the public? Such in- 
tolerant addresses as the one made by Mr. Rodgers this 
week in Detroit accomplish nothing but to stir up anger 
and complicate the situation. 


THE TRANSPORTATION CONFERENCE 


ip is unfortunate that the truck transport interests, as 
represented by the American Trucking Associations, 
Ine., have withdrawn from the Transportation Confer- 
ence of 1933, as told last week, for the reasons given— 
that the conference has failed to consider the matter of 
truck codes in its deliberations and that, in general, it 
is affected by “railroad propaganda.” 

It is fair to say, perhaps, that this transportation 
conference, of which Harry A. Wheeler, president of the 
Railway Business Association, is the head, has under- 
taken its job more or less from the railroad point of 
view, or, rather, from that of the interests engaged in 
selling things to the railroads, in the hope that full de- 
velopment of the facts and legislation in accord there- 
with will mean a betterment of the railroad situation. 
That may or may not damn the undertaking, in the eyes 
of some persons, but it is generally the case that business 
men responsible for an enterprise of this kind hope for 
a result that will be beneficial to themselves, their justi- 
fication lying in the fact that they believe the desired 
result is also in the public interest. But if they invite 
into their councils representatives of all interests con- 
cerned—as has been done in this case—and give every 
such interest full opportunity to be heard and to vote, 
what more can be desired? Someone has to start things 
and no one in the business at all is entirely free from 
self interest. The only alternative is that the initiative 
in such matters be taken by theorists—college professors 
and the like—and when this happens there is always an 
outcry about men who are not practical trying to “run 
business,” which should be run by “practical” men—wit- 
ness the present discussion as to the “brain trust” in the 
“new deal.” After all, it is the manner in which those 
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responsible conduct themselves and the deliberations 
they have invoked that ought to be the test—not their 
possible selfish interest. 

The transportation conference, for instance, invited 
shippers, through the National Industrial Traffic League, 
to participate; the League declined. The trucking in- 
terests, through their national association, agreed to par- 
ticipate, but now they have withdrawn, and their reasons 
for withdrawal seem to us unsound. Of course, we do 
not know what has transpired in the meetings of the 
conference and whether or not the truck representatives 
have cause for offense, but, to an outsider, it looks as if 
the way to make this conference result the way one would 
have it result is to participate in it and try to give it 
that result; then, if the final outcome is unfair, or seems 
to be unfair, those who think so can make -known their 
views and, to that extent, cause the report to be more 
or less futile. 

So far as the statement made by the trucking in- 
terests in withdrawing is concerned, it is weak. In the 
first place, the matter of present day codes has no place 
in the consideration of the conference, which is trying to 
arrive at a sound, permanent scheme of transportation. 
Codes, of course, have their bearing on the immediate 
situation, the truckers believing that they are thus ham- 
pered in competition with the railroads and the rail- 
roads believing that even the codes do not bring com- 
petitive conditions to a fair level, but, however that may 
be, what is being sought is a permanent plan, codes or 
no codes, that will involve all agencies and kinds of 
transport. 

As to “railroad propaganda,” we might as well be 
frank about it. Our consideration of this subject and 
the consideration of every fair-minded and public-spirited 
citizen ought to be based on the public interest and the 
desire for a well balanced transportation system, let the 
chips fall where they may. Nevertheless, it is useless to 
deny that the outstanding feature of the present day 
transportation problem is that the railroads are dis- 
criminated against; hence, every effort to bring about 
fairness and sanity in transportation looks like railroad 
“propaganda,” and, in the narrow sense, so it is. 

It seems to us that if one cannot see and admit that 
proper settlement of the transportation problem hinges 
chiefly on an equalization of regulation and “taxation” 
of competing forms of transportation and that the pres- 
ent method contains much that is unfair and that ought 
to be changed, then it is useless for him to participate 
in any conference of any kind for the purpose of arriving 
at a sane, permanent transportation program, and that 
his words are of little weight. If shippers cannot risk 
foregoing some of the advantage they now possess in 
cheap truck rates, truckers cannot risk losing some of 
the business they now get because they have an unfair 
advantage over the rails, steamships cannot agree to 
unhampered competition by the railroads, waterway op- 
erators are unwilling to pay for the privileges they have 
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and to make rates that bear a proper relationship ty 
real costs of doing business, then any hope of getting 
these various interests together is abortive and the only 
thing to do is for disinterested persons—“brain trusterg” 
if you will—to make a plan and impose it on the trang 
portation interests and the public. 

We, doubtless, have some men in the present “brajy 
trust” that are not as sound as they should be, but the 
longer we live and deal with “practical” men, the mor 
we become convinced that they are utterly incapable of 
dealing with their own affairs with anything but nar. 
row, selfish interest in mind. And that, we may say in 
passing, is the best argument for N.R.A. and similay 
activities. It is all very well to talk about “business men 
regulating themselves”; they simply refuse to do it. 


COMPANY UNIONS 


OORDINATOR EASTMAN’S communication to the 

railroads with respect to labor organizations seems 
to dispose effectually of the so-called company unions, 
They are not illegal but the railroads are prohibited by 
the emergency transportation act, of which Mr. Eastman 
is the administrator, from encouraging them or helping 
them in any way. Mr. Eastman makes that plain and 
he seems strictly within the law in his admonition, which, 
of course, the railroads must obey. 


To say that the coordinator is within the law in his 
position does not, however, carry justification for all the 
views he expresses. He is manifestly in sympathy with 
the law as well as in the position of one who must 
enforce it whether he likes it or not. One would think, 
from his exposition, that company unions are not in the 
interest of the men but solely in that of the employers, 
and that the effort has been to coerce men to join them 
rather than labor unions. 


We do not know whether or not there has been any 
of this coercion, but we do know that, in many industries, 
some railroad properties included, company unions have 
been found to work satisfactorily from the point of view 
of both the men and their employers. Company officials 
have, to be sure, encouraged them and aided them in 
many ways, but this has been in the interest of the men 
as well as in the interest of the employers, and the result 
has been, in many instances, eminently satisfactory to 
both. 


But that part of the emergency transportation act, 
as well as some other parts, was dictated by union labor 
in the interest of union labor which is not necessarily 
synonymous with the interests of the men, in all cases. 
There are many company unions the members of which 
would regret the necessity for their abolishment and the 
substitution of labor unions, But the law is the law and 
must be observed—though that result does not always 
follow when the administrator of it is not as much in 
sympathy with it as the coordinator seems to be with 


this law. 
(Continued on page 1068) 
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Current Topics in 
Washington 





Any man who has been under 
constraint to consider that part of 
the law requiring a railroad desir- 
ing to build or buy an extension to 
obtain a certificate of convenience 
and necessity, may well wonder 
when, if ever, the government will apply that rule to itself in 
the spending of its money. 

A recommendation by the chief of engineers of the army 
that the government spend $15,530,000 more to improve the 
Illinois waterway (elsewhere in this issue) makes a thoughtful 
citizen wonder whether officers and employes of the govern- 
ment charged with the responsibility of recommending expendi- 
tures, seriously ask: “Can we afford it or do we need it now?” 

It probably is too late to ask whether another transporta- 
tion line between Chicago and St. Louis is needed. Of course, 
the Illinois waterway is not like a local railroad between those 
points, but, for the purpose of the observations here made, it 
may be regarded as another Chicago-St. Louis line. 

Any man who knows anything about the number of railroads 
between those points knows that that territory has transpor- 
tation facilities “to burn,” to use the vernacular indicating 
plenty. There is nothing in any figures by which the develop- 
ment of the country can be forecast for twenty years suggest- 
ing that the present lines will not be enough to handle probable 
traffic. 

Yet the recommendation of the chief of engineers is that 
the facilities be increased by widening part of the waterway 
and enlarging the locks, which are not big enough, according 
to the view of the chief of engineers, to accommodate barge 
traffic that may be expected. 

The recommendation of the chief, if adopted, will bring the 
investment, state and national, in that waterway up to $43,- 
130,000, of which the part contributed by Illinois is $20,000,000. 
It may have been necessary for the health of Chicago to pro- 
vide a drainage canal for that city which can now be used, in 
part, as an artery of commerce, but the money recommended 
by the army chief of engineers, so far as can be learned from 
the announcement by the War Department, is not needed for 
improving the drainage system. All that money, it is to be 
presumed, is for the purpose of increasing transportation facil- 
ities between Chicago and the Mississippi River. 

One swallow, it is said, does not make a summer; one fact 
of history may not mean much; but forty years ago, when the 
locks now to be enlarged were built, the country was still mar- 
veling about the fierce competition of railroads for business 
between St. Louis and Chicago, illustrated by the fact that the 
roads, in their fight for passenger business, had made a round 
trip fare between those cities ridiculously low—$2 or, perhaps, 
less, 

If, then, there were so many lines between those cities for 
passenger business, were they unable to haul the freight, it 
might be asked; if they were able to haul the freight, what need, 
it might be further inquired, was there for an improved Illinois 
River? 

The improvement of waterways was beginning to be re- 
newed just about fifty years ago for two reasons. One was the 
poorly, if at all, supported popular notion that transportation 
by all-water was much cheaper than any by rail. The second 
was the natural desire of river cities to regain their prestige 
and grow as their neighbors on the Great Lakes, where trans- 
portation by water is cheaper than by rail, were growing. Cleve- 
land then was overhauling Cincinnati and Chicago was grewing 
faster than much older ports. Another fact that helped in the 
passage of river and harbor bills was a popular notion that 
the railroads were gouging the public. That idea helped pass 
the act to regulate commerce in 1887. The public seemed to 
be in a vengeful mood. 

The money that has been and is proposed to be spent on the 
Illinois waterway, $43,130,000, would come close to _ building 
another railroad between Chicago and St. Louis. The short 
rail distance is 279 miles. A pretty fair railroad, it might be 


Government Need Not 
Be Careful About 
Spending Money! 
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suggested, could be built for about $155,000 a mile, especially 
if contracts could be let now with the understanding that the 
contractors would get cash the day bills were due. 

An aviator suggests that, before congressmen are permitted 
to vote for or against appropriations for “improving” waterways, 
they be compelled to fly over the stream from one end to the 
other of the section proposed for improvement—not once, but 
half a dozen times. To an aviator, the broadest and most 
majestic stream in the country appears as a narrow trickle of 
fairly deep water with just a skim of water over a good deal 
of land on each side of the trickle called the channel. 

Seeing the stream as it really is, with a proper perspective, 
such as an airplane affords, would show the member of Con- 
gress that, in voting to “improve” a stream, he was voting to 
dig a canal at an expense probably as great as or greater than 
that of building a railroad. 

The law undertakes to protect the savings of the public by 
forbidding the construction of railroads where they are not 
needed, but there is no law to prevent the use of money that 
will be taken from the same public in the form of taxes. 

Of course, for drainage purposes, the Illinois waterway may 
be an exception to the criticisms that can be laid against the 
average waterway “improvement” project. 





Last spring, when the Commission, in 
fourth section application No. 14734, pe- 
troleum products from New Orleans group 
to Memphis and Ohio River Points, 194 
I. C. C. 31, allowed the Illinois Central 
and the Yazoo and Mississippi Valley to 
cut the rate on refined petroleum products from the New 
Orleans-Baton Rouge group to Memphis from 30 to 15 cents, 
Commissioner Eastman “viewed with alarm” what was being 
done. 

Concurring, because he deemed the thing a temporary expe- 
dient under existing conditions, he said: “This promises to be 
the beginning of a return to a policy of railroad rate-making 
which existed for many years and reached its fullest develop- 
ment in the southeastern portion of the country.” 

The policy to which he referred was the ruthless one, as 
he called it, of cutting rates to meet the competition of steam- 
boat lines. 

“Eventually,” he said, “they” (the railroads), “swept the 
waters clean of the competing craft, except on the ocean and 
the Gulf, and even there the competition was greatly weakened. 
Before going back to this old policy, it would seem wise to 
indulge in some forethought and consider where it will even- 
tually lead, with respect to both water carriers and trucks. 
Without such thought we are all very likely to go wrong and 
wind up in the same chaotic and unsatisfactory conditions 
which originally impelled federal regulation of the railroads.” 


At the time the Illinois Central and Yazoo and Mississippi 
Valley were allowed to cut the gizzard out of a part of the 
petroleum rate structure prescribed by the Commission in the 
Hoch-Smith proceeding, they were alone in the move. Last 
week, however, in fourth section applications 15194 and 15240, 
the Commission allowed the Missouri Pacific and other carriers 
to make use of the 15 cent rate. (See Traffic World, December 
9, p. 1027.) The result thus far is that, instead of rates on 
petroleum products being graded upward from New Orleans, 
they are graded upward from the 15 cent rate at Memphis 
toward New Orleans. Memphis has become a basing point with 
a low rate to meet the competition of the barges and trucks 
that may haul from Memphis. 

The government allowed the barges to start competition 
with the railroads. The Commission has allowed the Illinois 
Central and others to retaliate in a limited way, for the pro- 
tection of the millions they have invested, from the attacks 
on them made possible by government policy. 

Coordinator Eastman, who is now preparing recommenda- 
tions for legislation by Congress, might reasonably be expected 
to deal with the situation he helped create by allowing a little 
step toward the conditions that prevailed, when, he said, the 
railroads swept the waters clean. 


Send Out a 
Revere to Rouse 
the Coordinator 





Anyone who knows how liberal the 
Commission is in interpreting the rules 
of evidence in the making of records be- 
fore it, is aware that that testimony is 
a vast mine of information on many sub- 
jects. Information is put into the rec- 
ords about processes of manufacture not to be found in the 
text books of technical schools. But Examiner Weems prob- 
ably is the only one who ever allowed a witness, on cross 
examination, to state a rate situation in the form of an alge- 
braic problem. The witness seemed reluctant to give the in- 


Algebraic Solution 
of a Part of 
a Rate Problem 





PAGE 1068 





formation except in his own way, which the examiner said he 
might do, without interruption. This is how he stated it: 


to C The rate 
has always exceeded the rate from B—— to 
ie by a fixed differential. At one time the rate from A to 
B equaled the present rate from B to C——. The present 
rate from A—— to B—— is three times the rate from B—— to C 
that was in effect when the former rate from A—— to B— equaled 
the present rate from B to C——. If each of the present rates 
be increased by the amount of the difference between them, the 
aggregate of the two rates would be $5.60 per net ton. 


There is no joint rate on coal from A 
from A—— to B 





























An examination of the exhibits introduced in the case, 
according to Examiner Weems, disclosed that the algebraic 
statement of the witness was accurate. The testimony may 
afford an opportunity to those who think they remember their 
algebra to determine what the present rates may be. 


Agencies for the enforcement of 
the petroleum and other codes are 
being set up all over the country, 
though there are federal district at- 
torneys and federal commissioners, the latter empowered to 
give preliminary hearings to persons accused of violating fed- 
eral laws, scattered all over the country. All state officers 
are also required, as part of their duties, to help in the en- 
forcement of fedefal laws. 

In addition to federal district attorneys, there are thousands 
of federal agents for the enforcement of other particular 
statutes. Also there are NRA local boards of compliance to 
watch over the enforcement of codes. One of the codes is for 
cleaners and dyers, many of whom are opposing the federal 
code prescribing minimum fees for pressing suits. 

In the interest of economy, it might be suggested that the 
number of officers of the federal government doing police work 
is so great that state governments might well be abolished. 
The codes deal with so many things supposed to be within the 
competency of state governments, if within the competency of 
government at all, that it would be a great relief for taxpayers 
if there could be a good deal of consolidation and coordination 
of the activities of the various sorts of federal enforcement 
officers and investigators of “chiselers” and other malefactors 
brought into prominence by the newest laws of the federal 
government.—A. E. H. 


Abolition of State 
Governments Indicated 


COMPANY UNIONS 


(Continued from page 1066) 

We have here another example of the way in which 
railroad management is differentiated by law from 
other business. The head of any other business may say 
whether his plant shall be union or “open,” or what kind 
of union, if any, he will tolerate. Not so the railroads. 
They can neither refuse to hire union men nor prevent 
their men from organizing in any way they see fit. Quite 
aside from the merits of any controversy as to the benef- 
icent effect of labor it would seem that men 
who hire others should be permitted to choose whom 
they will hire. 


unions, 





REVENUE FREIGHT LOADING 


The American Railway Association announced Dec. 15 that 
revenue freight loading the week ended December 9 totaled 
537,503 cars, an increase of 42,078 above the preceding week and 
an increase of 16,896 above the corresponding period of last year. 
Miscellaneous loading totaled 194,424 cars; merchandise, 162,107; 
grain and products, 28,539; forest products, 20,352: ore, 2,564: 
coal, 106,369; coke, 6,265; and live stock, 16,883. 

Loading of revenue freight the week ended December 2 
totaled “495,425 cars, according to the car service division of 
the American Railway Association. (See Traffic World, Dec. 9.) 
Due to the observance of Thanksgiving holiday, this was a 
reduction of 85,922 cars below the preceding week this year. 
It also was a reduction of 51,670 cars under the corresponding 
week in 1932, and a reduction of 140,941 cars under the corre- 
sponding week in 1931, due to the fact that the week of Decem- 
ber 2 this year included a holiday while the corresponding weeks 
in the two preceding years did not contain Thanksgiving holi- 
day. Compared with the corresponding holiday weeks of 1932 
and 1931, the total for the week of December 2 this year was 
an increase of 2,107 cars above 1982 but a decrease of 63,373 
ears under 1931. 
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Miscellaneous freight loading the week ended December ; 

totaled 181,440 cars, a decrease of 24,354 cars below the pre 
ceding week, 502 cars below the corresponding week in 193) 
and 32,115 cars below the corresponding week in 1931. 
, Loading of merchandise less than carload lot freight totale 
141,196 cars, a decrease of 23,453 cars below the preceding weg, 
27,503 cars below the corresponding week last year, and 61,37; 
cars below the same week two years ago. 

Grain and grain products loading for the week totaled 26,36) 
cars, a decrease of 5,637 cars below the preceding week, 5,33) 
cars below the corresponding week last year, and 6,298 cars 
below the same week in 1931. In the western districts alone 
grain and grain products loading for the week ended Decembe 
2 totaled 15,873 cars, a decrease of 4,055 cars below the same 
week last year. 

Forest products loading totaled 20,752 cars, a decrease of 
2,103 cars below the preceding week but 4,089 cars above the 
same week in 1932, and 450 cars above the same week in 193}, 

Ore loading amounted to 2,835 cars, a decrease of 1,670 cars 
below the preceding week, but 1,324 cars above the correspond. 
ing week in 1932. It was, however, a decrease of 571 cars 
below the same week in 1981. 

Coal loading amounted to 102,687 cars, a decrease of 24,739 
cars below the preceding week, 18,373 cars below the corre. 
sponding week in 1932, and 27,420 cars below the same week 
in 1931. 

Coke loading amounted to 5,778 cars, a decrease of 758 cars 
below the preceding week, but 390 cars above the same week 
last year. Compared with the same week two years ago, it 
was a reduction of 710 cars. 

Live stock loading amounted to 14,376 cars, a decrease of 
3,208 cars below the preceding week, 5,764 cars below the same 
week last year, and 12,900 cars below the same week two years 
ago. In the western districts alone, loading of live stock for 
the week ended December 2 totaled 11,166 cars, a decrease of 
4,893 cars compared with the same week last year. 


All districts reported reductions not only compared with 
the corresponding week in 1932, but also with the corresponding 
week in 1931. 


Revenue freight loading by districts for the week ended 
December 2 as compared with the corresponding period of 1932 
was reported as follows: 


Eastern district: Grain and grain products, 5,337 and 5,885; live 
stock, 1,392 and 1,909; coal, 24,172 and 31,157; coke. 2,043 and 2,255; 
forest products, 1,320 and 1,340; ore, 277 and 280; merchandise, 
L. C. L., 37,825 and 44,445; miscellaneous, 38,564 and 38,774; total, 
1933, 110,930; 1932, 126,045; 1931, 144,168. 

‘Allegheny district: Grain and grain products, 2,850 and 2,823; live 
stock, 1,000 and 1,291; coal, 27,356 and 29,111; coke, 2,283 and 1,704; 


forest products, 893 and 819; ore, 326 and 92; merchandise, L. C. L., 
27,583 and 34,276; miscellaneous, 33,179 and 31,454; total, 1933, 95,470; 
1932, 101,570; 1931, 125,742. ; 

Pocahontas district: Grain and grain products, 278 and 283; live 
stock, 111 and 114; coal, 22,142 and 26,807; coke, 252 and 189; forest 
products, 564 and 445; ore, 88 and 44; merchandise, L. C. L., 4,524 
and 4,994; miscellaneous, 3,709 and 4,336; total, 1933, 31,668; 1932, 
37,212; 1931, 37,715. 


Grain and grain products, 2,023 and 2,773; live 
12,411 and 15,583; coke, $13 and 348; forest 
733 and 297 ; merchandise, L. C. L,, 
1933, 74,763: 


Southern district: 
stock, 707 and 767; coal, 
products, 6,446 and 5,781; ore, 
24,464 and 28,812; miscellaneous, 27,666 and 28,575; total, 
1932, 82,936; 1931, 93,967. 

Northwestern district: Grain and grain products, 5,992 and 7,451; 
live stock, 3,800 and 6,529; coal, 5,616 and 6,297; coke, 702 and = 
forest products, 5,393 and 3,734; ore, 416 and 32; merchandise, | a oe 


15,989 and 19,723; miscellaneous, 18, 280 and 17, 596; total, 1933, 56,188; 
1932, 61,996; 1931, 78,337. 
Central western district: Grain and grain products, 7,064 and 


8,753; live stock, 5,922 and 7,492; coal, 8,054 and 8,048; coke, 92 and 
108; forest products, 3,166 and 2,432; ore, 832 and 595; merchandise, 

Cc. L., 19,939 and 33, 561; miscellaneous, 35,547 and 33,467; total, 
1988 80,616; 1932, 84,456; 1931, 102,606. 

Southwestern district: Grain and grain products, 2,817 and 3,724; 
live stock, 1,444 and 2,038; coal, 2,936 and 4,057; coke, 93 and 150; 
forest products, 2,970 and 2,112; ore, 163 and 171; merchandise, OF og oe 
10,872 and 12,888; miscellaneous, 24,495 and 27,740; total, 1933, 45,790: 
1932, 52,880; 1931, 53,831 ; 

Total, all roads: Grain and grain products, 26,361 and 31,692; live 
stock, 14,376 and 20,140; coal, 102,687 and 121,060; coke, 5,778 and 
5,388; forest products, 20,752 and 16,663; ore, 2,835 and 1,511; mer- 
chandise, L. C. L., 141,196 and 168,699; miscellaneous, 181,440 and 
181,942; total, 1933, 495,425; 1932, 547,095; 1931, 636,366. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 





1933 1932 1931 

Four weeks in January....... 1,910,496 2,266,771 2,873,211 
Four weeks in February...... 1,957,981 2,243,221 2,834,119 
Four weeks in March 1,841,202 2,280,837 2,936,928 
Five weeks in April...... ee 2,504,745 2,774,134 3,757,863 
Four weeks in May.. ree Se 2,088,088 2,958,784 
Four weeks in June.... eee 2,205,309 1,966,488 2,991,950 
Vive weeks in July...........0 3,108,813 2,420,985 3,692,362 
Four weeks in August........ 2,502,714 2,064,798 2,990,507 
Five weeks in September...... 3,204,551 2,867,370 3,685,983 
Four weeks in October....... 2,605,642 2,534,048 3,035,450 
Four weeks in November...... 2,366,097 2,189,930 2,619,309 
Week ended December 2...... 495,425 547,095 636,366 

MAE otis dcAcoe kines 26,890,826 26,243,765 35,012,832 
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Decisions of Interstate Commerce Commission 





SUGAR INCREASES ALLOWED 


N increase of four cents a hundred pounds in rates on sugar 

from New Orleans and group to upper Mississippi River 
crossings, Burlington, Ia., and north, has been found justified 
py the Commission, division 3, in I. and S. No. 3908, sugar, Gulf 
ports to upper Mississippi crossings, Burlington, Ia., and above. 
The increase is to be added to rates of 39 cents, minimum 60,000 
pounds, and 34 cents, minimum 80,000 pounds, applicable to 
Burlington, Davenport, Fort Madison and Muscatine, lIa., and 
Moline, East Moline, Kirkwood and Rock Island, Ill. Having 
found the increase justified, the Commission has vacated its 
order of suspension and discontinued the proceeding. 

After contrasting the proposed rates with much higher rates 
to interior Iowa points, the Commission said that a witness 
for the railroads testified that the rates to the crossings, north 
of St. Louis, were compelled and would not be maintained if 
it were not for competition from other forms of transportation. 
The water competition to St. Louis comes from the government’s 
parge line, the Mississippi Valley barge line and independent 
barge lines. The rates to St. Louis, on the minima mentioned, 
are 34 and 32 cents. Truck competition from St. Louis north, 
the report said, affected the all-rail rates to the crossings under 
consideration. 

The rates which are to be raised were established in the 
course of the competition between eastern and western cCar- 
riers treated by the Commission in Sugar Cases of 1933, 195 
I. C. C. 127. The reductions made by the New Orleans lines 
were made in an effort to obtain or retrieve some of the sugar 
business which had been diverted from the rail lines to water 
carriers on the Mississippi or supplied to the crossings by 
motor ships operating from Atlantic seaboard points via the 
Hudson River, the New York canals and the Great Lakes. The 
Commission said that the rates proposed by the railroads were 
not inconsistent with the rates found justified in the case men- 
tioned. Burlington interests protested and obtained suspension 
of the increased rates, their concern being competition of whole- 
salers at Keokuk, Ia., 48 miles away. The proposal of the rail- 
roads puts Burlington rates four cents over Keokuk. The Com- 
mission said that if Burlington were given Keokuk rates cross- 
ings farther up the river, no doubt, would ask for like rates. It 
said it believed the spread between the grouped crossings and 
Keokuk was not too great. 


EX-RIVER COAL RATES INCREASED 


Again dealing with the vexatious coal rate situation in Ohio 
which was at a maximum stage of agitation in the summer and 
fall of 1932, the Commission, in I. and S. No. 3282, coal, bitu- 
minous, ex-river, from Colona and Conway, Pa., to Youngstown, 
O., and I. and S. No. 3619, ex-Ohio River coal to Cleveland, 
Lorain ‘and other Ohio points, has reached the conclusion that 
the ex-river rates prescribed by it in those cases are too low 
and must be increased. Higher rates are to be made effec- 
tive not later than February 15. In addition it has prescribed 
a relationship to be observed for the prevention of undue preju- 
dice. 

In a report written by Commissioner McManamy, the Com- 
mission has modified its former findings by finding the pres- 
ent rates unreasonably low to the extent they are or may be 
less than the following: 


From Colona and Conway to Youngstown, 90 cents a net 
ton; from the Wheeling & Lake Erie’s river transfer points to 
Canton and Massillon, O., $1.20; and to Cleveland, Lorain and 
South Lorain, $1.45, minimum 50,000 pounds. Those rates are 
to apply on ex-river coal originating at mines of the Monon- 
gahela, Allegheny and Ohio Rivers, transferred from river 
barges or boats to railroad cars, when for track delivery at the 
destinations hereinbefore named. 

A further finding is that the maintenance of ex-river rates 
from Colona and Conway, and from transfer points on the 
Wheeling & Lake Erie river division on any basis less than 
hereinafter indicated, will constitute undue prejudice against 
operators of inland coal mines located in the Freeport, Con- 
nellsville, Pittsburgh and Fairmont districts and undue prefer- 
ence of operators of mines located on the three rivers trans- 
ferring coal from barges to respondents’ rails at Conway, 
Colona and at transfer points on the Wheeling’s river division 
to the extent that: 





The ex-river rates from Colona and Conway to Youngstown may 
be less than those based on 44 cents under thd contemporaneous all- 
rail rates maintained by respondents on like traffic from the Pitts- 
burgh district to the same destination, and 44 cents plus or minus, 
as the case may be, the present existing differentials over or under 
the rates from the Pittsburgh district, from Freeport, Connellsville, 
and Fairmont districts to the same destination; and the ex-river 
rates from the Wheeling’s River division transfer points to Canton, 
Massillon, Cleveland, Lorain, and South Lorain may be less than 
those based on 39 cents under the contemporaneous all-rail rates 
maintained from the Pittsburgh district to the same destinations, 
and 39 cents plus or minus, as the case may be, the present existing 
differentials over or under the rates from the Pittsburgh district from 
Freeport, Connellsville, and Fairmont districts to the same destina- 
tions. 


In the original report in I. and S. No. 3282, 163 I. C. C. 3, 
called the first ex-river case, the carriers proposed to establish 
a rate of $1.02 from Colona and Conway to Youngstown. The 
Commission, division 5, allowed them to establish a rate of 77 
cents, the rate going into effect on July 16, 1932. 


The Wheeling & Lake Erie, in I. and S. No. 3619, 185 I. C. C. 
211, proposed to establish, from transfer points on its river 
division in Ohio, a rate of 95 cents to Canton and Massillon, 
O.; $1.10 to Cleveland, Lorain and South Lorain, minimum 
50,000 pounds. The Commission allowed it to establish rates 
of $1.02 to Canton and Massillon, and $1.27 to Cleveland, Lo- 
rain and South Lorain, the $1.27 rate conforming to the all- 
rail differential on coal from Pittsburgh to the same destinations. 

Effect upon the rail coal rate structure of these ex-river 
rates was a matter of concern to the Commission in both cases. 
To upset or seriously to menace a general rate structure law- 
fully established, the Commission said, in the second ex-river case, 
sufficed to make proposed rates calculated to effect such a 
disruption unreasonable and unlawful. 


Despite the precautionary measures taken to avoid disrup- 
tion of the all-rail adjustment, Commissioner McManamy said 
most of the railroads, the Wheeling not being a party to the 
petitions for the further hearing, contended that that very 
result had been precipitated by the establishment of the ex- 
river rates approved in the prior reports. He said the sole 
question, in this reopened proceeding, was whether the rates 
approved in the two former reports were less than they should 
be. 

Publication of the ex-river rates was followed by the re- 
duction in rates to northeastern Ohio destinations by the Ohio 
commission. The area of reduced rates was increased by 
voluntary reductions. The Commission instituted thirteenth sec- 
tion proceedings as to both coal rates and the surcharge in 
Ohio. Bills to enjoin its orders were filed in the federal court 
in the northern district of Ohio. The court has not yet passed 
upon applications for injunction. 

Not only did the railroads contend that the ex-river rates 
threatened the all-rail rate structure, but operators of inland 
mines, so called to distinguish them from mines able to load 
into barges on the three rivers mentioned, said the ex-river 
rates had placed them at a great disadvantage in selling coal 
in northeastern Ohio, in competing with river mine operators. 
Some of the inland operators, Commissioner McManamy said, 
had lost their business entirely in the Ohio destination terri- 
tory. Other inland operators testified that if the ex-river rates 
were continued their competitors waving access to the rivers 
would completely exclude them from the northeastern Ohio 
markets having ex-river rates. 

The petitioning railroads proposed rates of $1.01 from Co- 
lona and Conway to Youngstown and Warren, O.; $1.74 from 
Ohio River ponits to Cleveland and the two Lorains, and $1.26 to 
Canton and Massillon. The Wheeling & Lake Erie, Commis- 
sioner McManamy said, opposed any increase in rates from its 
river division transfer points to the destinations under con- 
sideration. The commissioner said that the petitioners advo- 
cated ex-river rates on substantially the all-rail basis, although 
that basis, in the last five years had diverted considerable coal 
to the highways, in 1932 two million tons having moved by 
truck in Pennsylvania. The report added that contracts were 
made for truck movement in Ohio. One witness said the cost 
of trucking from East Liverpool, O., a river point, to Youngs- 
town was about $1 a ton. That competition, Commissioner 
McManamy said, apparently had not become so formidable as 
to impress the rail carriers sufficiently to cause marked rate 
reductions. 

In closing his discussion of the issue in this reopened pro- 
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ceeding, and leading up to the conclusion that the ex-river rates 
were too low, Commissioner McManamy said: 


Most of the mines in the Pittsburgh, Connellsville, and Fairmont 
districts cannot load coal direct to barges and, therefore, as previ- 
ously indicated, unduly low ex-river rates affect those mines ad- 
versely. One witness, representing the inland mines, testifieq that 
his important market for coal is at the destination points under 
consideration in northeastern Ohio; and that since the ex-river rates 
took effect he has not received a new contract or the renewal of 
an old one in that destination territory. The advantages of the 
location of the mines on the rivers in this territory have been en- 
hanced by government expenditures in the improvements of these 
rivers for navigation. Whether these advantages should further be 
enhanced to the detriment of the inland mines by the establishment 
of ex-river rates so low as to eliminate the inland mines from com- 
petition merits careful consideration. The policy of Congress as 
declared in section 500 of the transportation act is to promote, encour- 
age and develop both rail and water transportation service and 
facilities. The ex-river rates naturally represent a part of a trans- 
portation that has taken place prior to the movement by rail. The 
barge or river service is unregulated by federal authority as to 
charges for such service. Argument was presented that section 500 
of the act was not a mandate of Congress, but is merely an expres- 
sion of policy to promote, encourage and develop water transporta- 
tion service and facilities, and, at the same time, to foster and 
preserve rail transportation. Whether the expression of Congress 
is to be regarded merely as a policy, or otherwise, the fact remains 
that that policy, if it be merely a policy, has not been altered since 
the time of its expression and it is our duty as an agent of Congress 
to carry out that policy consistent with existing law. A _ peculiar 
condition exists on ex-river coal traffic. This condition, while differ- 
ing from that shown in the Lake Cargo Coal Cases, is equally vital, 
especially to coal operators located adjacent to the Monongahela, 
Allegheny, and Ohio rivers, on the one hand, and those located 
inland, on the other. This competitive relationship should not be 
overlooked, as the record establishes that the present ex-river rates 
have, in a great measure, deprived the inland mines of their former 
markets in northeastern Ohio. Our power to correct this situation 
has been invoked in the present proceeding and should be exercised 
to the extent of our authority under the law. The record also fully 
establishes that the maintenance of the present ex-river rates has 
tended to disrupt the rate adjustment in this territory and jeopardized 
the revenues of the rail carriers. The view was expressed in the 
Ohio case (192 I. C. C. 413) that the difference between the ex-river 
rates and the ail-rail basis of rates was too great. The evidence 
indicates that the ex-river rates are too low and for that reason 
are unreasonable. The Supreme Court said in Interstate Comm. 
Comm, vs. Cincinnati, N. O. & T. P. Ry. Co., 167 U. S. 479, at page 
511: 

‘“‘Now the rate may be unreasonable because it is too low as well 
as because it is too high.” 

Furthermore, in Jefferson Island Salt Mining Co. vs. U. S., 6 Fed. 
(2d) 315, we were sustained in prescribing minimum rates to pre- 
serve reasonable rate relationships. 


NEWSPRINT RATE BASIS 


In the report in No. 21095, the newsprint investigation and 
the great number of cases joined with it (see Traffic World, 
December 9), Commissioner Lee called attention to the fact that 
newsprint paper differed from many staple commodities in that 
the adjustments of rates governing its movement to the great 
consuming territories had been before the Commission in only a 
limited way. The great increase in Canadian productive capacity 
since 1921, he said, so intensified competition that freight rates 
assumed a new significance. The result, he said, was the filing 
of a number of complaints assailing domestic and international 
rates to official and southern territories as unreasonable and in 
many cases as unduly prejudicial and preferential. Several pro- 
testants in Newsprint Rates to Nashville, 139 I. C. C. 82, he said, 
petitioned for a general investigation into newsprint rates to 
southern territory and their petition was concurred in by some 
of the southern carriers. 

While the general basis of rates, both in official and southern 
territories, is 25 per cent of the domestic first class rates, estab- 
lished in the Eastern and Southern Class Revisions, the findings 
making 25 per cent of the rates mentioned the maximum of rea- 
sonableness prevent 25 per cent being the absolute basis. The 
findings based upon the present commodity description and car- 
load minimum (not herein reproduced) follow: 


We find that reasonable maximum interstate rates on newsprint 
paper, subject to the description and carload minimum set forth on 
sheet 10 (not herein reproduced), will not exceed the following: 

(1) To official territory, including all of the state of Illinois, 
Lake Michigan ports in Wisconsin, and westbank Mississippi River 
crossings as far south as Cairo, IIL: 

(A) From New York and New England origins (1) to destinations 
in central territory, the established domestic column 25 key rates, 
subject to the proviso that rates from Millinocket, East Millinocket, 
Woodland, and Madawaska, Maine, shall not exceed those from the 
Bangor group to the same destinations by more than 1 cent per 100 
pounds; and (2) to destinations in trunk line and New England 
territories, distance rates under the basic column 25 scale prescribed 
in the eastern case, subject to the established domestic column 25 
rates as maxima and subject to the proviso that rates prescribed 
to destinations in central territory shall be observed as maxima to 
intermediate points in trunk line territory on routes over which 
aA distances do not exceed 105 per cent of those ‘over short line 
routes. 

(B) From north Atlantic ports to destinations in official territory, 
the established column 25 domestic rates. 

(C) From existing groups (with Appleton, Combined Locks and 
Kimberly, Wis., treated as western trunk line origins and continued 
in the Fox Rivér group) and from wungrouped origins in western 
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trunk line territory to destinations in official territory, other thay 
the Chicago, Peoria and St. Louis groups, rates under the column %5 
scale prescribed in the preceding paragraph, those from groups tp 
~~, approximate averages of rates under the scale from constituent 
points, 

(2) From origins in New York and New England and in westem 
trunk line territory, respectively, to representative destinations jp 
southern territory, the rates shown in Appendices G and H (herein. 
after summarized). 

(3) Intraterritorially in southern territory, 
first-class domestic rates prescribed or approved 
case. 

Under these findings distances should be computed in the map. 
ner prescribed in the Eastern case. 

e find further: - 

(4) That the carriers had no rates from the _ internationa| 
boundary to Brockton, Mass., applicable on newsprint originating jp 
Canada, and that the rate assailed in No. 20575, from Ottawa, Ont, 
to Brockton was unreasonable to the extent that it exceeded 34 cents 
per 100 pounds. 

(5) That the rate assailed in No. 21738, applicable on imported 
newsprint from Charleston to Columbia, S. C., was unreasonable 
to the extent that it exceeded 21 cents per 100 pounds. 

(6) That the rates assailed in No. 20254 and 20254 (Sub No. 1), 
from origins in New York, New England and Canada to New York 
City and nearby New York and New Jersey points were not unrea- 
sonable, and that those assailed in Nos. 21534 and 23198, from Gilman, 
Vt.,.to destinations in New Jersey and Pennsylvania and from Inter. 
national Falls, Minn., and Fort Frances, Fort William and Kenora, 
Ont., to Nashville, Tenn., respectively, were not unreasonable or 
unduly prejudicial. 

(7) That the complainant in No. 20712 should be dismissed for 
lack of prosecution. 

(8) That complainants in Nos. 20575 and 21738 made shipments 
as described and paid and bore the charges thereon; that they were 
damaged in the amounts of the differences between the charges 
borne and those which would have accrued at the rates herein found 
reasonable, and that they are entitled to reparation with interest. 
They should comply with rule V of the Rules of Practice. 

In a number of cases in which we have prescribed reasonable 
bases for distance or key rates, or both, we have given the carriers 
latitude to use reasonable groupings. There is a particularly force- 
ful reason why we should do the same in this investigation. We are 
prescribing only reasonable bases for domestic application and if 
international joint rates are to apply from substantial groups it may 
be desirable, in the interest of both carriers and shippers, that there 
be more extensive groupings of eastern domestic origins than we 
feel warranted, under present circumstances, in prescribing. There- 
fore our findings should be construed as prescribing reasonable but 
not altogether rigid bases for domestic rates; and, in working out 
harmonious domestic and international readjustments, the carriers 
may adopt groups or somewhat larger groups than would result under 
our findings provided they are not unreasonably large and that the 
rates therefrom represent substantially a fair average of rates that 
would apply under strict construction of those findings. 

It would be undesirable either that revision of the domestic 
adjustment be delayed any substantial time or that it be made in 
advance of the revision of the international adjustment. We shall 
expect the carriers promptly to advise us of their intentions and to 
proceed with the formulation and filing of new schedules, both of 
domestic and internatonal rates. We are entering only a six section 
order permitting the withdrawal of the increased international rates 
and the filing of revised rates. 

It is not intended that rates be computed and published to points 
to which there is neither movement nor likelihood of movement. 
However, the carriers should establish rates to all points to which 
there is reasonable ground for belief that there would be movement 
and should be prepared promptly to establish any additional rates, 
consistent with our findings, upon notice that they are needed. 


In appendix G rates to Atlanta, Ga., are shown as follows: 
From Niagara Falls, N. Y., 50 cents; from Fulton, N. Y., 53 cents; 
from Carthage, N. Y., 55 cents; from Ogdensburg, N. Y., 57 cents; 
from Glens Falls, N. Y., 53 cents; from Turners Falls, Mass., 53 
cents; from Franklin, N. H., 56 cents; from Berlin, N. H., 58 
cents; from Webster (Orono), Me., 60 cents; and from Milli- 
nocket, Me., 61 cents. 

In appendix H rates to Atlanta, Ga., are shown as follows: 
From Fox River group, 54 cents; northern Wisconsin group, 57 
cents; Minnesota group, 61 cents; Groos, Mich., 58 cents; Man- 
istique, Mich., 58 cents; Salt Ste. Marie, Mich., 59 cents; and 
International Falls, Mich., 64 cents. 


This report embraces also No. 20099, International Paper Co. et al. 
vs. A. C. & Y. et al.; No. 20099 (Sub No. 1), Same vs. Same; No. 
20631, Minnesota & Ontario Paper Co. et al. vs. Southern et al.; No. 
20633, Abitibi Power & Paper Co., Ltd., et al. vs. A. G. S. et al.: 
No. 20690, St. Regis Paper Co. et al. vs. A. G. S. et al.; No. 20712, 
Jackson Traffic Bureau vs. A. G. S. et al.; No. 20800, Wisconsin 
Paper & Pulp Manufacturers’ Traffic Association vs. C. & N. W. 
et al.; No. 20974, Cushnoc Paper Corporation et al. vs. A. C. & Y. 
et al.; No. 21157, Anglo Canadian Pulp & Paper Mills, Ltd., et al. vs. 
A. C. and Y. et al.; No. 20254, Publishers’ Association of New York 
City et al. vs. Bangor & Aroostook et al.: No. 20254 (Sub No. 1), 
Publishers’ Association of New York City et al. vs. Algoma Eastern 
et al.; No. 20545, International Paper Co. vs. B. & O. et al.; No. 
20545 (Sub No. 1), St. Regis Paper Co. et al. vs. B. & O. et al.; No. 
20545 (Sub No. 2), Canadian International Paper Co. vs. B. & O. et al.; 
No. 20545 (Sub No. 3), International Paper Co. vs. B. & O. et al.; No. 
20545 (Sub No. 4), Great Northern Paper Co. vs. B. & O. et al.; No. 
20545 (Sub No. 5), Cushnoc Paper Corporation et al. vs. B. & O. et al.; 
No. 20575, Enterprise Publishing Co. vs. B. & M. et al.: No. 20727, 
Spanish River Pulp & Paper Mills, Ltd., et al. vs. Algoma Central & 
Hudson Bay et al.; No. 21042, Anglo Canadian Pulp & Paper Mills, 
Ltd., et al vs. Algoma Central & Hudson Bay et al.; No. 21126, Inter- 
national Paper Co. vs. Bangor & Aroostook et al.; No. 21534, Gilman 
Paper Co. vs. Maine Central et al.; No. 21738, The State Co. vs. 
Atlantic Coast Line et al.; No. 23198, Minnesota & Ontario Paper 
Co. et al. vs. Illinois Central et al.; I. and S. No. 3316, paper, paper 
articles and winding cores between points in Canada and the United 
States; and I. and S. No. 3328, paper, paper articles and winding cores 
between points in Canada and the United States (2). 
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COMMISSION REPORTS 


Switching Allowance 


No. 25681, Joyce-Watkins Co. vs. C. B. & Q. and I. and S. 
No. 3880, allowance for switching at Metropolis, Ill. By divi- 
sion 6. Formal complaint dismissed. Service for which com- 
plainant sought an allowance and for the past performance of 
which it sought reparation, found to be one which could not 
and cannot reasonably be required of the Burlington, the serv- 
ice being switching to and from the complainant’s plant at 
Metropolis, Ill. In. the investigation and suspension case the 
Commission found not justified a proposed allowance of actual 
cost of service subject to a maximum of $1.293 a loaded car, 
including trap cars containing 6,000 pounds or more of less than 
carload freight, ordered the suspended schedules canceled and 
the proceedings discontinued. The complaint alleged that the 
charges exacted by the Burlington were unreasonable in viola- 
tions of sections 1 and 15 (18). 


Bituminous Coal 


I. and S. No. 3861, coal, Springfield district to Peoria- 
Pekin, Ill., and a part of No. 23130, intrastate rates on bituminous 
coal between points in Illinois. By the Commission. Report by 
Commissioner Porter. Rates, bituminous coal, Springfield group 
and the Peoria, Tazewell, and Fulton county groups to the 
Peoria-Pekin, Ill., switching district, established in compliance 
with the findings in No. 23130, Intrastate Rates on Bituminous 
Coal in Illinois, 188 I. C. C. 342, justified. Proceeding in the 
suspension case and also in No. 23130, in so far as it was in- 
volved, discontinued. 


Agricultural Limestone 


I. and S. No. 3871, agricultural limestone via Missouri-Illinois 
Railroad. By division 8. Proposed reduced rates, agricultural 
limestone, from Bonne Terre, Mo., and other points in Missouri, 
to destinations in Illinois on the Missouri-Illinois Railroad, not 
justified. Finding was that the carrier had justified rates from 
the Bonne Terre district of 78 cents to destinations on its main 
line as far north as Nashville, Ill., and to points on its Chester 
and Rosboro branches, and 81 cents to destinations on its main 
line as far north of Nashville as Centralia. Respondent pro- 
posed rates to points on its main line as far north as Nash- 
ville of 73 cents, to points on its line as far north of Nashville 
as Centralia of 76 cents and to points on its Chester and Ros- 
boro branches, of 73 cents. Commissioner McManamy, dissent- 
ing, said the protested rates on this commodity were said to 
be necessary to meet competition of other forms of transpor- 
tation, especially by truck, and that in his view they had not 
been shown to be unreasonable or otherwise unlawful and 
should be allowed to become effective. 


Nitrogen Fertilizer Solution 


Fourth Section Application No. 15285, nitrogen fertilizer 
solution from Hopewell, Va. By division 2. Carriers respond- 
ents in Fertilizers Between Southern Points, 113 I. C. C. 389, 
123 I. C. C. 198, and 129 I. C. C. 215, and other carriers parties 
to Speiden’s I. C. C. No. A-746, except the Tennessee Central 
authorized in Fourth Section Order No. 11429, to establish and 
maintain rates over circuitous lines or routes on nitrogen ferti- 
lizer solution crude (consisting of ammonia, water and nitrate 
of soda, total ammonia content not to exceed 60 per cent of 
weight) in tank cars, subject to Rule 35 of southern classifica- 
tion, from Hopewill, Va., to destinations in southern territory 
the same as the rates in effect over the same routes on ferti- 
lizer and fertilizer materials, as authorized by fourth section 
order No. 9346, as amended, constructed on the basis pre- 
scribed or approved in the Southern Fertilizer case, supra, sub- 
ject to the usual lowest combination limitation. 


Liquid Asphalt 


No. 25723, Interstate Amiesite Co., Inc., vs. P. & L. E. et al. 
By division 3. Complaint dismissed. Rate, liquid asphalt, Port 
Covington, Md., to Hillsville, Pa., not unreasonable. 


Common Brick 


Fourth section application No. 14850, brick from the south 
to Florida. By division 2. Carriers authorized, in fourth sec- 
tion order No. 11430, to establish, over all routes, rates on brick 
and articles taking brick rates, from all points in southern ter- 
ritory, including north-bank Ohio River crossings, to points in 
the peninsula of Florida, south of the line of the Seaboard Air 
Line from Jacksonville to River Junction, the lowest appli- 
cable over any route constructed on the basis prescribed in 
Dickey Clay Manufacturing Co., 185 I. C. C. 639, provided that 
intermediate rates shall not exceed rates made on the Dickey 
case basis and provided that the 50 per cent circuity rule may be 
used up to distances not exceeding 255 miles; also to use the 
routing rule laid down in that case as a substitute for specific 
routing; and provided that groups may be made and distances 
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may be those from and to pase points in the groups instead of 
distances from and to individual points. All other relief de- 
nied, effective March 28. . 
Cabbage 

No 23499, Baker Produce Corporation et al. vs. Penn- 
sylvania et al. By Division 5. Dismissed. Commodity rates, 
cabbage, any quantity, Norfolk, Va., to New York, N. Y., Jersey 
City and Newark, N. J., Philadelphia, Pa., Wilmington, Del., and © 
destinations grouped therewith, applied on shipments on and 
after January 10, 1929, not unreasonable as applied to carloads, 
or in violation of section 4. 

Cottonseed 


No. 24889, Jackson Freight Bureau et al. vs. Illinois Central 
et al. By division 2. Rates, cottonseed, points in Louisiana and 
Tennessee to Hazelhurst, Miss., unreasonable from Covington, 
Denham Springs, Grangeville and Rileys, La., and Rossville, 
Tenn., on shipments delivered on and after August 26, 1929, 
to the effective date of rates prescribed in Cottonseed, Its Prod- 
ucts and Related Articles, 188 I. C. C. 605, to the extent they exceed- 
ed or may exceed 16.5, 17, 18.5, 18.5 and 23.5 cents, respectively, 
minimum 40,000 pounds; rate of 26 cents, shipments from Angie, 
La., prior to December 3, 1931, umreasonable to the extent it 
exceeded 21 cents, minimum 40,000 pounds, and inapplicable on 
shipments between December 3, 1931, and February 10, 1932; 
applicable rate since that time, 20 cents, and present rate, 19.5 
cents, not unreasonable. Rates from Warnerton, Clifton and 
Franklinton not unreasonable. Reparation awarded. 


Flour 


No. 25398, Waldensian Baking Co. vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, flour, Cincinnati, O., and 
Memphis, Tenn., shipped from points in Illinois, Kansas, Iowa 
and other states in western trunk line territory, to Valdese, N. 
C., not unreasonable or otherwise unlawful. Commissioner Lee 
dissented in part. 

Lime 

No. 25571, Rockdale Lime Co., Inc., vs. B. & O. et al. By 
division 3. Dismissed. Rates, lime, Strasburg Junction and 
Linville, Va., to Charleston and South Charleston, W. Va., not 
unreasonable. Rates for the future and reparation were sought. 


Iron Pipe and Fittings 


No. 25588, Florence Pipe Foundry & Machine Co. et al. vs. 
N. Y. N. H. & H. et al. By division 3. Dismissed. Rates, cast 
iron pipe and fittings, Chattanooga, Tenn., Florence and Somer- 
ville, N. J., and Lansdale and Quakertown, Pa., to points in 
New York state and New England not unreasonable or other- 
wise unlawful. Complaint alleged that the rates between March 
20, 1930, and June 2, 1932, inclusive, were unreasonable, unduly 
prejudicial and in violation of sections 15 and 16 of the inter- 
state commerce act. Reparation only was sought. Shipments 
delivered prior to September 29, 1930, the report said, were 
barred by the statute. The complaint was founded, to a con- 
siderable extent, upon the Commission’s findings in Krupp Foun- 
dry Co. vs. Southern, 148 I. C. C. 743, of unreasonableness and 
undue prejudice. It was claimed that the carriers did not com- 
ply with the Commission’s findings. The Commission said, in 
this case, that the noncompliance was at most only a narrowly 
technical one and did not result in unreasonable rates from the 
complainant’s foundries to the destination territory. It held 
that the complainant had not made out a case of damage due 
to undue prejudice with that definiteness required under sec- 
tion 3. 

Rough Sawed Marble 


No. 25786, Bertolini Brothers Co. vs. Erie et al. By division 
5.. Rates charged, two carloads, rough sawed marble, Knox- 
ville, Tenn., to Youngstown, O., shipped, one in 1929 and the 
other, in 1932, found applicable but unreasonable to the extent 
they exceeded 29.5 cents. Reparation of $143.11 awarded. Ques- 
tion of a reasonable rate for the future reserved for decision 
in I. and S. No. 3479, involving similar rates, there having been 
no showing that the complainant contemplated making other 
shipments to Youngstown in the near future. 


Unmanufactured Tobacco 


I. and S. No. 3899, tobacco (unmanufactured) in the south. 
By division 3. Proposed revision, rates, unmanufactured to- 
bacco in the south and from the south to official classification 
territory, found justified. Order of suspension vacated and 
proceeding discontinued. The Commission report said the pres- 
ent adjustment was a conglomerate of rates on various levels, 
principally commodity rates, entailing many maladjustments 
and departures from the long and short haul part of section 4. 
Under the proposed adjustment, representing an effort to comply 
with fourth section order No. 19300, sixth class will apply in 
the south and fifth class between the south and official classi- 
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fication territory, as maxima. But exceptions were provided in 
the adjustment under consideration, which will result in in- 
creases and reductions. In Unmanufactured Tobacco in the 
South, 190 I. C. C. 479, a prior effort to adjust the rates, the 
Commission found not justified fifth class for both intraterri- 
torial and interterritorial adjustment. The Commission said 
that the rates under suspension in this case were genearlly lower 
than the rates found not justified in the case mentioned. 


D. I. & S. ACQUISITION 


Plans for the continued operation of narrow gauge lines 
of the Colorado and Southern in Colorado covering about 215 
miles of lines, presented by rival applicants, did not commend 
themselves to the Commission. Therefore division 4 has de- 
nied applications based on those plans presented in Finance 
No. 9556, Denver Intermountain & Summit Railway Co. pro- 
posed acquisition and Denver, Leadville & Alma Railroad Co., 
proposed operation. 

The Intermountain proposed to acquire and operate some- 
thing more than 215 miles of the narrow gauge lines. It filed 
its application on July 29, 1932. On August 11, 1932, the Alma 
company asked permission to operate over part of the narrow 
gauge lines and to acquire and operate other parts, the total 
mileage covered by its application being about 212. 

These applications followed denial by the Commission of 
permission to the Colorado & Southern to abandon the narrow 
gauge lines without prejudice to renewal of the application after 
36 months after June 2, 19380, the date of the denial, if the C. & 
S. could then show that the situation with respect to earnings 
had not materially improved. 

The Commission expressed the opinion that neither appli- 
cant had made satisfactory proof of its ability to keep the lines 
in operation under present conditions and said that both appli- 
cations had to be denied. It said the record indicated that in- 
dependent operation at a profit would be impossible without 
either a great increase in traffic, of which there was no present 
prospect, or a very substantial reduction in charges. 

Commissioner Mahaffie, concurring, said that in the cir- 
cumstances of the case, that if the Colorado Southern still de- 
sired to abandon the property it was difficult to understand why 
no application had been filed, the test period of 36 months hav- 
ing expired on June 2. 


C. M. ST. P. & P. BONDS 


With Commissioner Porter dissenting, the Commission, in 
Finance No. 9978, Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. bonds, has authorized the applicant to procure the 
authentication and delivery of not exceeding $9,866,000 of first 
and refunding mortgage 6 per cent bonds, series A, maturing 
June 1, 1943. The Commission’s order says the bonds shall not 
be sold, pledged, repledged, or otherwise disposed of by the 
applicant, unless or until so ordered or approved by the Com- 
mission, 

The applicant asked for authority to procure authentication 
and delivery of $10,500,000 of the bonds, with authority to pledge 
and repledge them as collateral for a loan or loans granted by 
the R. F. C. or the Railroad Credit Corporation or both. The 
bonds were to be issued in reimbursement of expenditures made 
for capital purposes. The Commission pointed out that, of the 
expenditures listed, one of $848,159.08 was made between June 
1, 1925, and December 31, 1929, for additions and betterments 
and to pay notes of the Chicago, Terre Haute & Southeastern, 
Which company issued to the applicant $1,315,000 of first and 
refunding mortgage bonds under authorizations made in 1928 
and 1931. The remainder of the net expenditures, $9,691,238.37, 
the Commission said, was made between January 14, 1928, and 
February 28, 1933. Analysis of expenditures, the Commission 
said, would support an issue of $9,866,000 of bonds. After re- 
viewing the facts about the financial condition of the applicant, 
the Commission said that while it could not close its eyes to 
the results of the railroad’s operation, it must not lose sight 
of the fact that they reflected a world-wide condition due to 
an unprecedented depression in business activity. 

Concurring in the results but not in all the discussion in 
the report, Commissioner Mahaffie said the expenditures neces- 
sary to justify issuing bonds under the terms of the mortgage 
had been made. «The issue, he said, was not only appropriate, 
but was necessary if the corporation was to continue its public 
service functions in a normal manner. He said he could see 
no reason, in the circumstances, for elaborate consideration of 
the capitalizable status of various other items in the balance 
sheet, nor for troubling about the exact figure at which the 
no-par common stock was carried on the applicant's books. 

In his dissent, Commissioner Porter said that, while the 
present conditions prevailed, a railroad, unless it could con- 
vincingly show the ability to earn the interest on its present 
and proposed funded debt, should finance its needs through 
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some other means than by the issue of further interest-bearing 
long-term obligations. He said the applicant had not made the 
requisite showing and that, therefore, the application should bx 
denied. He said the time had fully come, when, in the public 
interest, the Commission must proceed with added care ang 
caution in the authorization of any increase in the fixed charges 
of any railroad. 

“The railroads,” he said, “are no longer an expanding ip. 
dustry. Under such circumstances, we should look more ang 
more to the capitalization of expenditures by stock issues rather 
than bonds.” 





Y. & M. V. ABANDONMENT 

The Commission, by division 4, in Finance No. 9861, Yazoo 
& Mississippi Valley Railroad Co. abandonment, has authorized 
the Baton Rouge, Hammond & Eastern to abandon that part 
of its line between Hammond and Covington, La., a distance 
of about 21 miles; and the Yazoo & Mississippi Valley, lessee, 
to abandon operation of the section mentioned. The Commis. 
sion has also authorized the Yazoo & Mississippi Valley to 
abandon operation,, under trackage rights, over about a mile 
and a half of the rails of the New Orleans Great Northern in 
Covington. Both applicants are parts of the Illinois Central 
system. 

Busses and trucks are operated in the territory. In the 
last six and a half years the traffic of the part to be abandoned 
has amounted to about five carloads a day, counting thirty tons 
to the car. Hammond is served by the main line of the Illinois 
Central and Covington by a branch of the New Orleans Great 
Northern. Protesting interests showed that increases in freight 
rates as high as 77 per cent would result from abandonment. 
But the Commission said the line had been operated at a sub- 
stantial loss for six years and that there was little hope of any 
material reduction in losses if operation were continued. 


Oo. Ss. L. ABANDONMENT 

The Commission, by division 4, in Finance No. 9096, Ore- 
gon Short Line Railroad Co. abandonment, has issued a cer- 
tificate permitting abandonment of regular operation effective 
after 30 days, and abandonment effective after 15 months, by 
the applicant, of its Talbot branch in Teton county, Ida., ex- 
tending from Talbot Junction to Talbot, a little more than 
9 miles. The report said that the Talbot branch served the 
only coal mines in Idaho. The insistence of those who protested 
abandonment that they were in position to produce a substantial 
volume of tonnage led the Commission to believe that a further 
trial period should be granted, hence the conditions attached 
to operation and abandonment. The branch was built by the 
United States Railroad Administration in 1918-1920, while the 
Oregon Short Line was under federal control, to bring coal from 
seams discovered near Talbot in 1901. No coal was shipped 
over the branch for four years after its completion. In that 
period the coal property was in litigation and a coal operating 
company was in receivership so that the mine was closed. 
Operations were carried on in 1932 to bring the region into 
production. In about 12 years the line hauled 41,547 tons of 
coal which constituted about 85 per cent of its traffic. In an 
effort to keep the branch alive, Idaho reduced the taxes for 
1933 to $1 a mile and made a 10 per cent reduction on other 
property used by the railroad. 


TALLULAH FALLS ABANDONMENT 


Abandonment of the entire line has been authorized by the 
Commission, division 4, in Finance No. 9849, Tallulah Falls Rail- 
way Co. abandonment. The ralroad extends from Cornela, Ga., 
to Franklin, N. C., a little more than 57 miles in Habersham and 
Rabun counties, Ga., and Macon county, N. C. The stock of the 
company is owned by the Southern Railway Co. The line is in 
receivership and the receiver was authorized to apply to the 
Commission to abandon. Much of the testimony offered by 
protestants living along the railroad, the report said, was intended 
to show that the line was operated at a profit in the early years 
of its receivership June 20, 1923, to December 31, 1926, inclusive, 
and that in late years the losses from operation was generally 
attributable to the general business depression. The Commis- 
sion’s report said that neither the present nor prospective vol- 
ume of traffic over the line was sufficient to warrant continued 
operation. 


FRANKLIN DIRECTORSHIP 


Walter S. Franklin in Finance No. 7121, Sub. 3, has asked 
the Commission to authorize him to hold in addition to other 
positions, the position of director of the Lehigh Valley Railroad 
Co., such authority to terminate automatically when he ceases 
to be president and director of the Wabash Railway Co., or 
until his authority to represent the receivers of the Wabash 
pursuant to a court order on the board of directors of the 
Lehigh Valley, shall be terminated. 
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Proposed Reports in I. C. C. Cases 


ALLOWANCE ON MANURE 


N a proposed report in No. 25622, Paul Fortugno, trading 

as Hudson Manure Co. vs. Pennsylvania, Examiner J. P. 
McGrath has recommended that the Commission find the Penn- 
sylvania to be acting in violation of law in making an allowance 
under rates on stable manure from Greenville Piers, Jersey City, 
N. J. to destinations in Pennsylvania for floatage service per- 
formed by shippers from New York to Greenville Piers; and that 
its practice of collecting from consignees of such traffic the 
difference between the published rates from the piers and the 
amount of the allowance is tantamount to rebating. He said the 
assailed rates on stable manure from Jersey City to West Ches- 
ter, Kennett Square, Toughkenamon and Avondale, Pa., should 
be found not unreasonable. 

Examiner McGrath said no order should be entered at this 
time but that the Commission should direct the Pennsylvania 
promptly to bring its practices into conformity with the provi- 
sions of the interstate commerce act, and that if that were not 
done it should take steps to enforce compliance. 

The complaint alleged that the rates on stable manure from 
Jersey City were unreasonable and duly prejudicial to com- 
plainant in relation to and as compared with the rates from 
Jersey City, on ex-water traffic from New York. The com- 
plainants cart manure from New York and Jersey City to the 
Pennsylvania’s Henderson Street station in Jersey City, using 
the Pennsylvania ferry to get from New York to New Jersey. 
Competitors, the report said, sent manure from New York to 
the Pennsylvania’s Greenville Piers by scow, receiving an allow- 
ance of 35 cents a net ton for the floatage. The rate from both 
the Henderson Street station and the Greenville Piers was 
$1.65 a net ton. On shipments from Greenville Piers the Penn- 
sylvania, according to the report, collects from consignees the 
difference between the rate and the allowance. 
the Pennsylvania’s Greenville Piers by scow, receiving an allow- 
charge. At and prior to the time of the hearing, the examiner 
said, the Pennsylvania computed and collected that increase 
on shipments handled by it over the Greenville Piers on the 
basis of the difference between by-the-car charges at the rate of 
$1.65 and the amount of the allowance by-the-car, thereby creat- 
ing a further difference between the charges on this traffic from 
the Henderson Street station and the charges on like traffic from 
Greenville Piers in favor of the shippers using the piers. The 
practice in connection with the emergency charge, the examiner 
said, according to the Pennsylvania brief, had been stopped and 
steps taken to collect undercharges. 

The examiner pointed out that the Pennsylvania did not hold 
itself out to accept shipments of stable manure from New York 
and that the tariff naming rates, nor rules governing lighterage 
provided for the application of the $1.65 rate from New York. 

The defendant’s only explanation of the practice, said the 
examiner, was that prepayment of charges on such shipments 
Was required at one time in the past and that when it ceased 
to impose that requirement it continued, as a matter of book- 
keeping convenience, to use the method theretofore employed of 
deducting from the freight charges the amount of the allowance. 


EXPRESS MOTOR TRANSPORT 


Examiners R. G. Taylor and Leslie H. McDaniel have recom- 
mended dismissal, for want of jurisdiction, of No. 25812, Amer- 
ican Highway Freight Association, Inc., vs. Railway Express 
Agency, Inc. The complaint alleged violations of section 2 and 6 
of the interstate commerce act and section 1 of the Elkins act 
due to the failure of the Railway Express Agency, Inc., to file 
tariffs covering the service rendered by the Railway Motor Ex- 
press Transport, a subsidiary company, in the line-haul move- 
ment of traffic by motor trucks over public highways between 
South Bend, Ind., Chicago, Ill, Milwaukee, Wis., and inter- 
mediate points. 

Through the medium of its wholly owned subsidiary the 
Railway Express Agency, Inc., renders service by motor trucks 
over the highways between the points mentioned. The Railway 
Express Agency filed its tariffs with the Commission covering 
express service performed over lines of railroads between the 
points named. Although tariffs are issued to cover the highway 
service such tariffs are not filed by the Railway Express Agency 
with the Commission. It claims filing of such tariffs is not 
required inasmuch as transportation performed solely by motor 











truck in line-haul movement is not subject to the Commission’s 
jurisdiction. 

The complainant contended that the organization and oper- 
ation by the Railway Express Agency of its subsidiary, Railway 
Motor Express Transport, constituted a “device” through which 
the defendant violated the interstate commerce act and the 
Elkins act. 

The examiners said that the complainant presented three 
legal questions for determination: (1) In legal contemplation are 
the acts done in the name of the Motor Transport to be regarded 
as the acts of the Express Agency; (2) treating the two con- 
cerns as one, i. e., as the Express Agency, do all of the provisions 
of the interstate commerce act in respect to filing and adherence 
to tariffs apply to any transportation by an “express company,” 
or do the provisions of the act in respect to express companies 
apply only to those operations of express companies which 
involve partially the use of railway facilities; (a) in any event 
does not the arrangement hereinabove described constitute a 
device employed by defendant, the Express Agency, to defeat 
even its admitted tariff obligation? 

The complainant drew its idea as to a “device” from utter- 
ances of the Supreme Court in the United States vs. Lehigh 
Valley, 220 U. S. 257 (31 S. Ct. Rep. 387), United States vs. 
D. L. & W., 238 U. S. 516 (35 S. Ct. Rep. 873), and Chicago, 
Milwaukee & St. Paul vs. Minneapolis Civic & Commerce Associa- 
tion, 247 U. S. 490 (38 S. Ct. Rep. 553). 

The examiners said that under the principle of law enunci- 
ated by the Supreme Court, complainant must establish that the 
organization or operation of the Motor Transport was a “device” 
through which the Express Agency sought, by a subterfuge or 
an instrumentality, to circumvent a provision of the law which 
was directly prohibited. Admittedly, they said, there was a 
connection between the Express Agency and the Motor Trans- 
port, but, so far as the interstate commerce act and related acts 
were concerned, it was a legitimate connection. Certainly, they 
said, if the Motor Transport were an independent company op- 
erating over public highways, the failure to publish and file 
tariffs there would be no violation of any provision of existing 
law over which the Commission had jurisdiction. They said 
there was no evidence showing discrimination as between ship- 
pers under section 2, nor had complainant established that de- 
fendant had charged, demanded, collected or received a greater 
or less or different compensation than its lawfully published 
rates under section 6 of the act. Therefore, they said, the com- 
plainant’s allegation of a device to circumvent the law should 
not be sustained. 

The conclusion reached upon the first legal proposition, 
they said, partly answered the two other propositions, But 
there remained for consideration, they added, that portion of the 
two remaining legal questions as to whether the provisions of 
the act made it compulsory that all “express companies,” regard- 
less of mode of transportation, must file and adhere to published 
tariffs, or whether the law applied only to express companies 
operating partially over railroads. 

After reviewing a number of cases, particularly Tariffs Em- 
bracing Motor-Truck or Wagon Transfer Service, 91 I. C. C. 539, 
they said that the term “common carrier” did not embrace motor 
truck or wagon transfer companies. They also pointed out that 
in Coordination of Motor Transportation, 182 I. C. C. 263, the 
Commission said that it was the practice of many railroads to 
provide substituted motor service for line-haul station-to-station 
rail service under applicable rail tariffs, but that such trans- 
portation was not, in its opinion, subject to the provisions of 
the interstate commerce act. They said that upon this record 
the Commission should be convinced that the ,complainant, 
through its evidence, had failed to establish a violation of any 
of the sections of the law mentioned by it; that the operations 
of the Motor Transport did not constitute a “device” within 
the meaning of the law; and that the service performed by the 
Motor Transport was not subject to the jurisdiction of the 
Commission under existing law. 


PROPOSED REPORTS 
Coal 


No. 26051, J. D. Dering Coal Mining Corporation et al. vs. 
I. C. et al. By Examiner R. N. Trezise. Rates, coal, Eldorado, 
Ill., to destinations on the Missouri Pacific, in Missouri, Kan- 
sas and Nebraska, proposed to be found unreasonable to the 
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extent they exceeded or may exceed the joint rates contem- 
poraneously maintained by competing rail lines from the South- 
ern Illinois rate group to the same destinations. New rates and 
reparation of $60.78 to the Rex Coal Co., proposed. 


Fire Brick 

No. 25676, Robinson Clay Product Co. et al. vs. B. & O. 
et al. By Examiner Myron Witters. Rate, fire brick, Parral, O., 
to Clearfield, Pa., unreasonable to the extent it exceeded or 
may exceed $3 a net ton. New rate and reparation proposed. 
The carriers contended that the condemned rate of $3.55 was 
established in accordance with the Commission’s decision in 
National Paving Brick Manufacturers’ Association vs. A. & V., 
68 I. C. C. 218, and that therefore under the principles enunciated 
in the Arizona Grocery Co. vs. A. T. & S. F., 284 U. S. 870, 
reparation should not be awarded. The examiner pointed out 
that only the general plan of rates to points such as Clearfield 
was outlined in the case cited, and that the finding in that case 
did not constitute a finding and order fixing a maximum reason- 
able rate from Parral to Clearfield within the meaning of the 
Arizona Grocery case. 

Timothy Seed 


No. 25736, Minneapolis Seed Co. vs. G. N. By Examiner 
A. S. Worthington. Dismissal proposed. Rates charged, timo- 
thy seed, carloads, Langdon and Grandin, N. D., to Minneapolis, 
Minn., not unreasonable. 


Crude Rubber 


No. 25975, Dryden Rubber Co. vs. B. & O. et al. By Ex- 
aminer John McChord. Dismissal proposed. Rates, crude rub- 
ber, New York, N. Y., to Chicago, IIl., not unreasonable, unduly 
prejudicial or otherwise unlawful. Shipments covered by the 
complaint were moved between March 1, 1931, and February 1, 
1933. The fact that the railroads voluntarily reduced the 
rates assailed to 56.5 cents, effective October 1, 1933, the ex- 
aminer said, was not conclusive that the fourth class rate 
previously paid by the complainant was unreasonable. 


Fat Cattle 


No. 25691, Hauser Packing Co. vs. L. A. & S. L. et al. By 
Examiner E. L. Valentine. Rates, fat cattle, Brockhoff and 
South Omaha, Neb., to Los Angeles, Calif., applied on shipments 
on and after May 28, 1930, unreasonable to the extent that 
they exceeded 90 and 102 cents from Brockhoff and South 
Omaha, respectively, applied to destination hoof weights, mini- 
mum 22,000 pounds. Reparation proposed. 


Sheep 


No. 25694, Garden City Meat Co., Inc., vs. S. P. et al. By 
Examiner F. A. Clifford. Rates, sheep, in double-deck carloads, 
points in Montana, Idaho, Wyoming and Utah to San Jose, 
Calif., unreasonable to the extent they exceeded rates found 
reasonable in No. 24166, Arizona Packing Co. vs. A. T. & S. F., 
192 I. C. C. 35, minimum 23,000 pounds, applied over the shortest 
workable routes in existence at the time of the movement of 
the shipments. Shipments were delivered between November i, 
1930, and March 17, 1931. Reparation based on a scale pre- 
scribed in Standard Packing Co. vs. U. P., 178 I. C. C. 203, and 
190 I. C. C. 438, was sought. 


Derrick Reparation 


No. 18599, The Carter Oil Co. vs. B. & O. et al. By Examiner 
A. J. Sullivan. Upon further hearing, reparation of $1,770.85, 
found due on shipments, derricks, from Parkersburg, W. Va., 
to Tulsa and Wetumka, Okla. Shipments were made between 
te ry -" and February 10, 1926. Original report in 168 


Paper 


No. 26072, American Envelope Co. vs. Maine Central et al. 
By Examiner Carl A. Schlager. Rate charged, seven carloads, 
printing and wrapping paper shipped between December 15, 
1930, and January 29, 1931, Waterville, Me., to West Carrollton, 
Ohio, unreasonable to the extent it exceeded 40.5 cents. Repara- 
tion of $357.96 proposed. 


Bituminous Coal 


No. 26060, Leckie Coal Co., Inc., vs. N. & W. et al. By 
Examiner L. B. Dunn. Dismissal proposed. Rate sought to 
be collected, one carload of bituminous coal, shipped November 
16, 1931, Pageton, W. Va., to Adrian, Mich., applicable but un- 
reasonable to the extent it exceeded $3.56 a net ton. Rate 
charged was $4.32. Waiver of collection of part of undercharge 
proposed to be authorized. 


Face Brick 


No. 26068, Hope Brick Works vs. A. T. & S. F. et al. By 
Examiner Carl A. Schlager. Rate charged, 31.5 cents a 100 
pounds, one carload, face brick, Hope, Ark., to Clovis, N. M., 
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inapplicable. Applicable rate 29.5 cents, unreasonable to the 
extent it exceeded 22 cents. Reparation of $58.04 proposed. 


Tanbark 


No. 25832, Oneida Cedar & Lumber Co. vs. C. & N. W. et al 
By Examiner L. H. Macomber. Dismissal proposed. Rates, 
tanbark, Spur 10, Mich., to Ashland, Ky., not unreasonable o; 
otherwise unlawful. 
Sweet Clover Seed 


No. 24402, Farm Seed Association of North America et qj, 
vs. A. T. & S. F. et al. By Examiner John McChord. Upo, 
further hearing amounts of reparation due complainants de 
termined under the rates, sweet clover seed, South Dakota 
and North Dakota to destinations over interstate routes in the 
Dakotas, to Iowa, Michigan, Wisconsin, Nebraska, Kansas, Mis. 
souri, Illinois, and Indiana prior to August 1, 1931, found wu. 
reasonable in the previous report, 186 I. C. C. 314. The find. 
ing was that the rates were unreasonable to the extent they 
exceeded the corresponding class D rates. The amounts of 
reparation proposed to be found due complainant ranged from 
$26.21 to $7,135.26, the latter sum being found due, according 
to the examiner, from the C. & N. W. to George P. Sexauer & 
Son. 


Tank Material Reparation 


No. 15156, Sinclair Oil & Gas Co. vs. Pennsylvania et al. By 
Examiner Carl A. Schlager. Upon further hearing reparation 
proposed to be awarded, shipments of iron and steel tank ma- 
terial, East Chicago, Ind., to Shidler, Okla., under findings in 
former report, 100 I. C. C. 173, 115 I. C. C. 327, 126 I. C. C. 
168 I. C. C. 449, and 181 I. C. C. 252. Rates were found un- 
reasonable to the extent they exceeded the column 35 rates 
prescribed or approved in the southwestern revision cases, 
minimum 36,000 pounds. The Commission in the former report, 
for determination of amounts of reparation due, prescribed a 
formula similar to that prescribed in Prairie Pipe Line Co. vs. 
A. W., 146 I. C. C. 149. Under that rule the examiner proposed 
that the Commission award reparation amounting to a little 
more than $800 to the Sinclair-Prairie Oil Co., successor in 
interest to the complaining Sinclair Oil & Gas Co. 


Tank Material Reparation 


No. 18970, Perfection Metal Products Co. et al. vs. A. & V. 
et al. and three sub-numbers, Black Sivalls & Bryson, Inc., vs. 
Same; Same vs. A. & S.; and Same vs. Alton. By Examiner 
Alfred G. Hagerty. On further hearing, amount of reparation 
due on account of findings of unreasonableness, reported in Sin- 
clair Crude Oil Co. vs. A. T. & S. F., 168 I. C. C. 449, as to 
rates on iron and steel tank material, knocked down, from points 
in Missouri, Illinois, Indiana, Ohio, Pennsylvania and West Vir- 
ginia, fabricated in transit at Kansas City, Mo., or Topeka, Kan., 
and forwarded to points in Oklahoma and Texas, determined. The 
carriers failed to return Rule V statements and the reparation 
phase of the cases was assigned for further hearing. Some of 
the statements were returned before the hearing on July 8, 1933. 
They had been submitted, the examiner said, in 1930 and 1931. 


Cement 


No. 21267, Signal Mountain Portland Cement Co. vs. A. G. 5. 
et al. By Examiner T. Leo Haden. Rates charged, cement, Chat- 
tanooga, Tenn., to destinations in Florida prior to August 20, 
1926, applicable. Proposed that the Commission further find that 
the rates charged on and after that date were inapplicable; that 
the shipments were overcharged, and that combinations of sep- 
arately established rates to and from the points hereinafter indi- 
cated, treated by the so-called combination rule, were applicable; 
to destinations on the A. C. L., combinations based on Eastport, 
Fla., from August 20, 1926, to April 14, 1928, or on Milidale, Fla., 
from June 30, 1927, to April 14, 1928; to destinations on the S. A. 
L., combinations based on Fernandina, Fla., from August 20, 1926, 
to March 21, 1927, and from October 25, 1927, to April 14, 1928. 


Cotton Goods 


No. 25730, Kroehler Manufacturing Co. et al. vs. B. & O. et 
By Examiner A. S. Parker. Dismissal proposed. Rates, cot- 
ton goods in the piece, within official classification territory, pro- 
posed to be found not legally applicable on cotton plush, cotton 
velour and cotton tapestry, the complainant alleging that the 
rates applied to the commodities mentioned were inapplicable on 
shipments since October 15, 1930. 


Cotton Plush 


Corporation vs. C. & N. W. et al. 
By Examiner R. G. Taylor. Dismissal proposed. Rate charged, 
cotton plush, in less-than-carloads, Manayunk (Philadelphia), Pa., 
to Milwaukee, Wis., proposed to be found applicable. The ex- 
aminer said the record was convincing that cotton plush-was not 
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included within the term “cotton goods, in the piece,” as that 
term was generally understood and accepted commercially. 


Vegetable Hampers 


No. 25907, Ashby, Veneer & Lumber Co., Inc., vs. D. & R. G. 
w. et al. By Examiner C. W. Griffin. Rates charged, vegetable 
hampers, nested, carloads, of 77.5 cents, Jackson, Tenn., to West- 
Cliffe, Colo., and 72 cents on 2 shipments to Romeo, Colo., ap- 
plicable. Rates of 71.5 cents and 76 cents charged from Jackson 
to Alamosa and LaJara, Colo., respectively, and 77 cents on 5 
shipments to Romeo, inapplicable. Applicable rates were 67.5, 
71 and 72 cents, respectively. Applicable rates not unreasonable 
or otherwise unlawful. Reparation proposed. 


Piles 


No. 25952, Perishable Shippers’ Association, Inc., vs. B. & E. 
etal. By Examiner John J. Crowley. Dismissal proposed. Rates, 
piles, carloads, origins in Delaware, Maryland, and Virginia, in- 
terstate, to destinations in Delaware, Pennsylvania, New Jersey, 
and New York, not unreasonable or unduly prejudicial. 


Lumber 


No. 25959, Menominee Bay Shore Lumber Co. vs. C. & N. W. 
et al. By Examiner R. G. Taylor. Lumber, Soperton, Wis., to 
Detroit, Mich., misrouted by the Chicago & North Western. Repa- 
ration proposed. Joint rate assailed not unreasonable or other- 
wise unlawful. 

Granite Curbing 

No. 25966, John F. Casey Co. et al. vs. Georgia Railroal & 
Banking Co. et al. By Examiner Myron Witters. Dismissal pro- 
posed. Rate, granite curbing, Greensboro, Ga., to Brilliant Hill 
Siding, Pa., not unreasonable, but departures from the long-and- 
short-haul clause of section 4 found in connection with the rates; 
such departures temporarily authorized. Examiner said no find- 
ing should be made as to the rates for the future inasmuch as a 
reasonable basis would be prescribed in I. and S. No. 3130, south- 
western rates, part 11, and cases joined therewith, referred to as 
the Consolidated Stone Cases. 

No. 25999, J. E. Corcoran et al. vs. A. C. L. et al. By Ex- 
aminer Charles A, Rice. Carload rate, beans, Canal Point, Fla., 
to Pittsburgh, Pa., unreasonable to the extent it exceeded the 
aggregate of intermediate rates of 78 cents, minimum 20,000 
pounds, to Jacksonville, Fla., and 51 cents by the hamper, beyond. 
Reparation of $13.80 proposed. Rates, beans, and peppers, Delray 
Beach, Parrish, and Pompano, Fla., to Pittsburgh, Pa., not shown 
to have been unreasonable, 

Apples 


No. 26028, G. W. Willin & Co. vs. Pennsylvania et al. By 
Examiner T. Naftalin. Carload, apples, Bridgeville, Dela., to 
Montreal, Que., found not to have been misrouted. Charges col- 
lected inapplicable. Applicable charges found to have been 
$280 based on a combination class rate of 75 cents and refrigera- 
tion of $50 to Boston and $50 beyond. Overcharge found to have 
been $18.20. Reparation proposed. 


Dry Mortar 


No. 26078, Washington Building Lime Co. vs. B. & O. et al. 
By Examiner L. J. P. Fichthorn. Dismissal proposed. Rates, 
dry mortar, Martinsburg, W. Va., to Pittsburgh, Munhall, McKees 
Rocks, Aliquippa, West Liberty, Pa., and Washington, D. C., not 
unreasonable. Shipments were made between April 1 and 
November 13, 1930. Rate charged, one interstate carload ship- 
ment, dry mortar, Martinsburg, W. Va., to Millville, W. Va., not 
unreasonable, 

Drugs 


No. 26079, Rigo Manufacturing Co. vs. N. C. & St. L. et al. 
By Examiner T. Naftalin. Charges collected, shipments of drugs, 
in less than carloads, Nashville, Tenn., to destinations in New 
Mexico, not shown to be inapplicable. Proposed that applicable 
rates were and will be unreasonable to the extent that they 
exceeded or may exceed rates under the scale prescribed in the 
Consolidated Southwestern Cases, 123 I. C. C. 203, and supple- 
mental reports, computed in the manner designated therein, plus 
differentials for the hauls in New Mexico and in Texas and 
Oklahoma differential territory under the differential scale pre- 
scribed in that case. Reparation proposed. 





NORTHERN PACIFIC ABANDONMENT 


A recommendation that division 4 permit the abandonment 
by the Northern Pacific of a part of its line between Cascade 
Junction and Black Carbon in Pierce county, Wash., a distance 
of about 3.58 miles, has been made by Examiner Thomas F. 
Sullivan, in Finance No. 10066, Northern Pacific Railway Co. 
abandonment. Coal mining and other interests, Sullivan said, 
protested. The part of the line, commonly known as the Bur- 
nett branch, was constructed to serve coal mines which had 
been abandoned but that a little more than a year ago a mine 
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was started about one mile and a half from Cascade Junction. 
Its output, he said, it was stated was being moved by truck. 
The examiner said the branch had not been used for transpor- 
tation service for a number of years and could not be conducted 
except at a loss. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10202, permitting the New 
Mexico Midland Railway Company to abandon, as to interstate and 
foreign commerce, a line of railroad in Socorro County, N. M., 
approved. 

Report and order in F. D. No. 10224, authorizing the Delaware 
and Hudson Railroad Corporation to issue and reissue from time to 
time not exceeding $12,500,000 of promissory notes, approved. 

Report and order in F. D. No. 10218, authorizing the Alabama 
Great Southern Railroad Company to procure the authentication and 
delivery of $500,000 of first consolidated mortgage 5 per cent gold 
bonds, series A, in partial reimbursement for capital expenditures, 
approved. 

Second supplemental report and order in F. D. No. 8526, author- 
izing the Louisiana & Arkansas Railway Company to renew or extend 
from time to time the last maturity date to be not later than De- 
cember 31, 1935, a secured promissory note in the principal amount 
of $1,600,000 which will mature on December 31, 1933, and to pledge 
and repledge from time to time as collateral security therefor not ex- 
ceeding $2,766,000 of first-mortgage 5 per cent bonds, series A, 
approved. 

Report and certificate in F. D. No. 9876, permitting the abandon- 
ment (a) by the Burro Mountain Railroad Company of its line of 
railroad in Grant County, N. Mex., as to interstate and foreign com- 
merce, — (b) by the Southern Pacific Company of operation thereof, 
approved. 

Report and order in F. D. No. 10197, authorizing the purchase by 
the Baltimore & Ohio Railroad Company of the properties of the 
Coal & Coke Railway Company, approved. 


FINANCE APPLICATIONS 


Finance Application No. 10253. Pittsburgh & West Virginia Rail- 
way Co. asks authority to issue a note to the United States of America 
for not exceeding $47,000, to cover a loan from the PWA for steel rails. 

Finance No. 10257. Charles M. Thomson, trustee of the estate of 
the Chicago & Eastern Illinois Railway Co., asks authority to issue 
trustee’s certificates to cover PWA loan of $251,300 for steel rail and 
fastenings. 

Finance No. 10258. Chicago, Indianapolis & Louisville Railway Co. 
asks authority to issue and to extend and renew from time to time 
promissory notes not to exceed $500,000 for short term financing. 

Finance No. 10259. Southern Railway Co. asks authority to aban- 
don 2.57 miles of Big Mountain branch from a point near Oliver 
Springs to Big Mountain, Tenn. 

Finance No. 10264. Grand Trunk Western Railroad Co. asks for 
approval and authorization of control, under lease, of the railroad and 
property of Cincinnati, Saginaw & Mackinaw Railroad Co. Applicant 
now exercises like control over the carrier as is herein applied for 
by virtue of a lease dated December 28, 1900. The only change con- 
templated by an agreement of December 1, 1933, is that the annual 
rental shall be reduced from $43,225 to $1. 

Finance No. 10265. Missouri-Kansas-Texas Railway & Terminal 
Co. asks authority to construct and operate approximately 65 miles 
of main line from Kansas City to Valley Falls, Kan.; approximately 
22 miles of branch line from Leavenworth to McLouth, Kan., and ap- 
proximately 27 miles of branch line from Oskaloosa to Topeka, Kan., 
a total of 115 miles, with 7.5 miles of sidings and passing tracks in 
addition thereto and to unify several detached segments of railway. 
Applicant proposes to sell shares as follows: 150 shares preferred 6 
per cent stock, par value $100 a share; 49 unit shares common stock 
without par value and 51 block shares common stock without par 
value, and to sell $3,500,000 of 5 per cent 50-year bonds secured by 
first mortgage. A. E. Enright is vice president and general counsel. 


LOANS TO RAILROADS 


“Work-creating allotments” of $36,307,500 for loans to four 
railroads for construction of new locomotives, freight cars and 
passenger cars have been announced by Public Works Admin- 
istrator Ickes, according to a statement issued by the PWA, 
which, in part, says: 


The Chesapeake & Ohio Railway Company was alotted $18,065,000; 
the Erie Railroad Company$ 11,964,000; the New York, Chicago & St. 
Louis Railroad Company (Nickel Plate) $5,028,500; and the Northern 
Pacific Railway $1,250,000. 

The four roads plan to use the money to purchase a total of 
12,775 freight cars, 167 passenger cars and 30 locomotives. 

These are the first loans to be made for new equipment purchases, 
and bring the total of railroad loan allotments up to $176,807,500. The 
allotments announced were made subject to the requisite approval of 
the Interstate Commerce Commission and consummation within a 
reasonably short time of contracts satisfactory to the Public Works 
Administration and the four roads. 

It is estimated that the $11,964,000 loan to the Erie will create 
1,613,500 man-hours of employment in the equipment manufacturing 
plants alone. This estimate does not include the indirect and in- 
dustrial employment that will be created in plants fabricating ma- 
terials to be used in the manufacturing plants. Materials will origi- 
nate in 20 states. Actual labor costs in fabricating and assembling the 
equipment will be about $8,375,000. 

About $12,645,500 out of the $18,065,000 allotted to the Chesapeake 
& Ohio will be paid out for labor, and gbout $5,419,500 will be spent 
for materials originating in 20 states. timates of the number of 
man-hours of direct, indirect and industrial employment to be created 
by this allotment have not been completed. 

Expenditures for labor will take about $3,520,000 of the $5,028,500 
loan to the Nickel Plate, and the balance will be spent for materials 
originating in 20 states. Estimates of the number of man-hours of 
employment to be created have not been completed. 

The $1,250,000 loan to the Northern Pacific is estimated to provide 
approximately 300,000 man-hours of direct employment in locomotive 
manufacturing plants and at least twice as much indirect and in- 
dustrial employment in producing the materials to be used, 
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Practically every dollar of the money allotted for these four 
loans will go to create employment in 1934, in line with the Public 
Works Administration's policy of allotting money for quick expendi- 
ture. The Northern Pacific has received bids on the equipment that 
it will buy. The Erie and Nickel Plate already have requested com- 
petitive bids on the equipment they intend to buy, and the C. & O. 
will ask for bids on its equipment as soon as it is possible to do so. 

All of the loans allotted today will be secured by equipment trust 
notes bearing 4 per cent interest and maturing in 15 years, with semi- 
annual amortization. No interest will be charged the first year. 
Railroads, as private corporations, are not eligible for the grants of 
30 per cent of the cost of labor and materials made to public bodies 
on approved public works projects. 

“These loans,’’ Administrator Ickes said in making the announce- 
ment, ‘‘will create a great amount of employment in a branch of! the 
heavy industries that has been prostrated by the depression. The 
widespread regenerative effect that will be felt can be judged by the 
fact that on October 31 the 170 Class I railroads had orders in for 
only 127 new freight cars, 7 passenger cars and 1 locomotive; and by 
the further fact that in the 10 months ending with October 31 they 
had put into service only 1,872 new freight cars, 57 passenger cars 
and 1 new locomotive.” 

In 1930, according to statistics compiled by the American Railway 
Association, the Class I roads installed 73,887 new freight cars, 694 
new locomotives and 1,009 new passenger cars. 

The Public Works Administration has received indications that 
there may be applications from other railroads for loans with which 
to purchase 8,300 more freight cars, 133 locomotives, 21 passenger 
ears, 10 suburban trains and 1 gas-electric car. 

Other railroad loan allotments already announced by the Public 
Works Administration are $84,000,000 to the Pennsylvania Railroad 
to be used for completing electrification of its New York-Washing- 
ton line and doing miscellaneous construction work; a blanket allot- 
ment of $51,000,000 to be lent to a number of roads for purchasing new 
rails; a loan of $3,500,000 to the New York, New Haven & Hart- 
ford with which to rebuild cars now owned by it; and a similar loan 
of $2,000,000 to the Lehigh Valley for car rebuilding. 

Including today’s allotment of $36,307,500, the total of PWA rail- 
road loan allotments is $176,807,500. Practically all) of it will be spent 
during 1934 in the drive to create employment and stimulate the heavy 
industries into the activity that is essential to recovery. 


The Erie, in Finance No. 10261, has asked the Commission 
to approve its plan for purchase of equipment with the PWA 
loan allotted to it for that purpose. The Erie proposes to ac- 
quire 2,500 50-ton self-clearing hopper cars, 500 40-ton plain box 
ears, 500 40-foot 40-ton auto cars, 100 50-foot furniture cars, 50 
covered hopper cars, 125 50-foot, 70-ton flat cars, 50 semi-through 
passenger coaches, 75 suburban passenger coaches and 8 mail 
cars. The Erie said it was retiring obsolete cars. 

The New York, New Haven & Hartford, in Finance No. 
10263, has asked the Commission’s approval of expenditures in 
financing maintenance of rail equipment with the loan of 
$3,500,000 allotted by PWA, and to issue promissory notes for 
that amount. Applicant proposes to spend $300,000 for air 
conditioning of 142 steel passenger cars, $300,000 for repair 
and painting of 210 all-steel multiple unit coaches, and $2,400,000 
for overhauling and reconditioning 900 passenger cars which 
have reached the average age of 15 years. 

The Commission, upon the application of trustees of the 
Arkansas Valley Interurban Railway Co. for a loan of $100,000 
from the R.F.C., has dismissed Finance No. 10102, Arkansas 
Valley Interurban Co. trustees’ reconstruction. 

In Finance No. 10262, the Chicago, Indianapolis & Louis- 
ville has asked the Commission to approve a loan to it of 
$500,000 from the R. F. C. to enable it to meet interest obliga- 
tions. As security it offers first and general mortgage 6 per 
cent bonds and first and refunding 5 per cent bonds. 

The Commission, upon notice from the Port Angeles West- 
ern Railroad Co. that it wished to withdraw its applications 
for approval of a loan of $800,000 from the R. F. C., has dis- 
missed Finance No. 10056, Port Angeles Western Railroad Co. 
reconstruction loan. 

The Chicago & North Western Railway Co., in Finance No. 
10088, has asked the Commission to extend the times of pay- 
ment to the Reconstruction Finance Corporation of each of the 
loans listed below for a period of three years from date of 
maturity: $4,282,583, April 13, 1934; $4,755,000, Oct. 13, 1934; 
$4,619,891, Oct. 31, 1934; $1,565,465, Nov. 30, 1934; and $1,275,994, 
Dec, 31, 1934. 


COMMISSION ORDERS 


1. & S. 3876, combination rule on cement. Petition of Medusa 
Portland Cement Co. et al., protestants, for reargument and recon- 
sideration, denied. 

1. & S. 3875, combination rule on horses and mules. Petition of 
ee in Official and Southern territories for reconsideration, 
denied. 

No. 25531, Wayne Produce Co. vs. St. L., B. & M. et al. 
of defendants for reconsideration or rehearing, denied. 

No. 25560, Fairfax Mills vs. A. & W. P. et al. Petition of complain- 
ant for reconsideration, denied. 

No. 23904, Traffic Bureau, Lynchburg Chamber of Commerce, vs. 
L. & N. et al. Petition of complainant for reconsideration or rehear- 
ing, denied. 

No. 25429, Signal Mountain Portland Cement Co. vs. Alcolu Rail- 
road et al. Petition of complainant for oral argument, denied. 

No. 24834, Buckeye Cotton Oil Co. vs. I. C. et al. Proceeding 
reopened for reconsideration on record as made. 

No. 25470, Hugh M. Morris and James H. White, receivers for 
Southern Natural Gas Corporation, vs. A. G. S.et al. Petition of com- 
plainant for reconsideration, denied. 


Petition 
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No. 24619, Hamilton Emery & Corundum Co. vs. B. & A., ang 
No. 24839, Same vs. N. Y. C. et al. Second petition of complainant 
for rehearing or reconsideration, denied. : 

No. 25344, St. Louis Independent Liquidating Co. vs. M, p 
Petition of complainant for argument before entire Commission and 
submission of additional facts as to why the above-entitled cag, 
should be reopened, denied. 

No. 25504, Richardson Lumber Co., Inc., vs. L. & N. et al. Petj. 
tion of complainant for reconsideration, denied. 

No. 25494, United Welding Co. vs. B. & O. et al. Petition of de- 
fendants for reconsideration, denied. 

_No. 25063, Minnesota Valley Canning Co. vs. Alton et al. Second 
petition of complainant for reconsideration in respect of shipments 
from LeSueur, Blue Earth and Montgomery, Minn., denied. 

No. 17911, Arab Gasoline Co. vs. A. & R. et al., and cases grouped 
therewith. Petition of southwestern defendants dated October 12 
1933, for reconsideration upon record as made and for exemption 
of such defendants from liability for reparation, denied. 
fm Finance No. 9439, Carlton & Coast Railroad construction, ete 
Time prescribed in said certificate within which the Carlton & Coast 
shall complete the construction of the line of railroad in Yamhill 
County, Oregon, is extended to July 31, 1934. 

Finance No. 10223, Application of C. G. W. for certificate to aban- 
don its branch line between Eden and Mantorville, Minn. Northwestery 
Lumbermen’s Association ang Railroad & Warehouse Commission of 
the State of Minnesota, permitted to intervene . 

Finance No. 10174, Application of C. G. W. for certificate to Oop- 
erate over a certain track of the Kansas City Southern in Kansas City 
Mo. Brotherhood of Railway & Steamship Clerks, Freight Handlers. 
Express and Station Employes, permitted to intervene. 

No. 26140 and Subs, 1 and 2, Red Star Milling Co. vs. A. & R. et 
al. Merchants’ Exchange of St. Louis permitted to intervene. ; 

1. & S. 3511, Coke between points in Central and Illinois territories 
and cases grouped therewith. Petition dated October 28, 1933, fileq on 
behalf of complainants in No. 22052, Alabama By-Products Corpora- 
tion et al. vs. L. & N. et al., for reconsideration and modification 
of the report and order herein denied. 

No. 25154 and Sub. 1 and 2, Breyer Ice Cream Co. et al. vs. Penn- 
sylvania et al. Petition of complainants for reargument and defend- 
a petition for reconsideration and dismissal of the complaint de- 
nied, 

_ No, 21323, Dann Gerow Co. Inc., et al. vs. A. C. L. et al. Peti- 
tion of defendants for reconsideration with respect to the continuance 
provision of the order in so far as it applies to rates from Genoa, 
es mane and Gibsonburg, O., to St. Petersburg and Clearwater, Fla., 
centled, 


No. 25256, Public Service Commission of Wyoming vs. A. T. & 


S. F. et al. Order entered in these proceedings on September 20, 1933,- 


as subsequently modified to become effective March 22, 1934, is modi- 
fied to permit the defendants named therein to establish and maintain 
on hauls between points in Wyoming and points in western trunk- 
line territory, as described in Western Trunk Line Class Rates, 164 
I. C. C. 1, groups in Wyoming not exceeding 25 miles in extent, and 
groups in western trunk-line territory the same as those concurrently 
maintained on hauls between points in western trunk-line territory, 
and, further, to permit defendants, on hauls between points in 
Wyoming and points in official territory, as described in Western 
Trunk Line Class Rates, supra, to establish and maintain groups in 
Wyoming not exceeding 50 miles in extent, and groups in official ter- 
ritory the same as those concurrently maintained on hauls between 
points in official territory and points in western trunk-line territories. 

The Commission, by division, on the request of the applicant 
to withdraw its application, has dismissed Finance No. 10066, Port 
Angeles Western Railroad Co. construction. 

No. 17358, Higginbotham-Bartlett Co., Inc., et al. vs. A. & S. et al. 


Petition of Texas & New Orleans for reconsideration and for amended 
order therein denied. 


No. 19743, Swayne, Robinson & Co. vs. B. & O. et al. Proceeding 
reopened for reconsideration on Commission’s own motion as to rep- 
aration. 


No. 22338, Procter & Gamble Manufacturing Co. vs. B. & O. et al. 
Petition dated July 7, 1933, of Pennsylvania Railroad and Staten Isl- 
and Rapid Transit Railway, defendants herein, for reconsideration, 
modification and postponement of effective date of reparation order 
of April 10, 1933, herein denied. 

r No, 25256, Public Service Commission of Wyoming vs. A. T. & S. 
K, et al. Petition of defendants for reopening for purpose of rear- 
gument and reconsideration by entire Commission denied. 





WABASH VALUATION 


A final valuation of the Wabash Railway Company as of 
June 30, 1919, has been announced by the Commission, by divi- 
sion 1, in a report in Valuation No. 897 et al., Wabash Railway 
Company et al., opinion No. B-822a, 40 Val. Rep. 723-969. The 
Commission found value of Wabash owned and used property 
to be $111,655,000, of owned but not used property, $613,154, and 
of used but not owned property, $12,147,012. Final value of 
property of the New Jersey, Indiana & Illinois Railroad Com- 
pany, owned and used, as of June 30, 1916, was found to be 
$253,050. 


VALUATION REPORTS 


Valuation No. 1154, Eastland, Wichita Falls & Gulf Railroad Co., 
opinion No. B-894, 43 Val. Rep. 740-56. Final value, property owned 
ue $600,000, and used but not owned, $64,497, as of December 
31, 1927. 

Valuation No. 1144, Modesto & Empire Traction Co. et al. and 
Modesto Interurban Railway, opinion No. B-869, 43 Val. Rep. 473-90. 
Final value of property of the Modesto & Empire Traction Co., owned 
and used, found to be $20,000 and of property used but not owned 
$255,000, as of December 31, 1927: Final value of property owned but 
not used by the Modésto Interurban Railway found to be $175,000 as 
of December 31, 1927. 

Valuation No. 1132, Schoharie Valley Railway Co., opinion No. 
B-901, 43 Val. Rep. 833-45. Final value, property owned and used 
found to be $122,000, as of December 31, 1927. 
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December 16, 1933 


FOURTH SECTION MINIMUM RATES 


Southwestern railroads parties to fourth section application 
No. 15047, low grade petroleum products between Texas points, 
have asked the Commission to eliminate a proviso from fourth 
section order No. 11370. This proviso limits the relief granted 
so that it will not apply to establish or maintain over any relief 
route a rate less than 60 per cent of the rate prescribed or 
approved by the Commission as a maximum reasonable rate on 
refined petroleum products. They would prefer a circuity limi- 
tation notwithstanding that heretofore they have asked the 
Commission to abolish its circuity rule. They assert that the 
ysual circuity limitation if substituted for the minimum limi- 
tation Would make the order workable in that a considerable 
measure of fourth section relief would be afforded to the peti- 
tioning routes. They said they would have no objection to the 
imposition of the usual circuity limitation if in the judgment 
of the Commission there must be a limitation of some kind. 

To illustrate the working of the two limitations they sub- 
mitted examples of how they would work on routes between 
Port Arthur and Dallas, Tex., a distance, by the rate-making 
intrastate route, of 316 miles, carrying an intrastate rate of 20.5 
cents to compete with which they desired relief for interstate 
routes. The petitioning route, Kansas City Southern to Shreve- 
port, La., and Texas & Pacific beyond, is 418 miles long, 32.2 
per cent longer than the rate-making intrastate route. 

Under the 60 per cent minimum rule, the interstate route 
could not make a rate lower than 21.5 cents, or one cent more 
than over the rate-making intrastate route. Under the usual 
circuity limitation, 50 per cent, the interstate route, being only 
32.2 per cent longer than the rate-making route, could make a 
rate as low as the intrastate route, namely, 20.5 cents. 

A minimum limitation, the southwestern railroads point 
out, produces different rates for routes of different lengths, as, 
for instance, rates of 25 and 26.5 cents between Port Neches and 
Wichita Falls, Tex., to be used in competition with a 24 cent 
intrastate rate between the two Texas points. Relief was asked 
for both the 25 and 26.5 cent routes to enable them to compete 
with the 24-cent route. 

“Hither circuity limitations or minimum rates for so-called 
circuitous routes, if varied according to revenue-producing abil- 
ities of different commodities,” said the petitioning carriers, 
“may be made fair and sound; but, it is palpable that indiscrim- 
inate use of uniform percentage depressions or uniform circuity 
limitations produce neither justice nor sound results.” 

The railroads said they believed the Commission was inter- 
ested in the question as to whether or not the printing expense 
of the railroads should be increased a thousand times by intri- 
cate fourth section administrative formulae. They pointed out 
that the new limitation would require the printing of more 
point-to-point rates and more routing instructions and added 
that millions of dollars were involved in the problem. 


CONTAINER CHARGES EQUALIZATION 


A proposal by transcontinental railroads, contained in tariffs 
filed by H. G. Toll, effective January 1, to equalize freight 
charges on canned goods and dried fruits packed in wooden 
containers with the charges on them when packed in fiber con- 
tainers, has renewed a controversy which heretofore has en- 
gaged the attention of the Commission. Manufacturers of fiber 
containers and those interested in that part of the container 
industry have asked suspension of the Toll tariffs. So have 
southern, central freight and trunk line railroads. 

The central idea of the transcontinental carriers, as stated 
by D. M. Swobe, president and traffic manager of the McCloud 
River Railroad Co., is to increase employment in the lumber 
industry on the Pacific coast. As figured by him, in a letter to 
Commissioner Aitchison, the shipper of an equal number of 
cases of choice fruit in wooden containers from San Francisco to 
Chicago is at a freight charge disadvantage of $43.64 in com- 
parison with the shipper of an equal number of cases of like 
fruit in fiber containers, the weight of the fruit and wooden 
containers being 65,460 pounds while the same quantity of 
fruit in fiber containers would be 60,005 pounds. The rate is 80 
cents on the gross weight, that is, the weight of the fruit and 
container combined. Under the Toll tariff proposal the carriers 
would disregard the difference in weight and move a car of fruit 
for the same charges, regardless of the container used. 

“This does not mean,” said Mr. Swobe, “that carriers are 
going to sustain a loss of $43.64 per car, as carriers have already 
taken that loss as approximately 96 per cent of the canned goods 
now moves in fiber containers. The slight variation in weights 
between the wooden and fiber containers is to a certain extent 
offset by the variation in weight of canned goods, between the 
loose pack and the solid pack, as well as the variation, from 
year to year, in the sugar content of the fruit. Furthermore, 
this will have a tendency to eliminate claims and relieve car- 


The Traffic World 


PAGE 1077 


riers of a very substantial expense in conditioning cars to make 
them suitable for the handling of canned goods and dried fruits 
in fiber. As you know, an absolutely watertight car must be 
furnished for handling of fiber containers, as any moisture ad- 
mitted into the car seriously affects such containers. Further- 
more, all protruding nails in the interior of the car must be 
withdrawn and all rough surfaces and protruding objects re- 
moved or covered, resulting in carriers being compelled to paper 
line practically every car containing canned goods or dried 
fruits packed in fiber.” 

In asking for the suspension of the Toll tariffs, the Hinde & 
Dauch Paper Co. showed “that the manufacturers and users of 
solid fiber and corrugated fiber boxes are now restricted under 
the provisions of Rule 41, Western Classification No. 63, Fyfe’s 
I. C. C. No. 21, to gross weight and dimension limits applicable 
to fiber boxes, the violation of which subjects the shipper to 
penalty charges; no such restrictions are encountered by the 
users of wooden boxes; therefore the proposed equalization of 
weight creates another advantage in favor of the wooden box.” 

Another declaration is “that the general rule in force in 
all major classification territories for a good many years has 
required payment of transportation charges based on gross 
weights of merchandise, including the container in which shipped, 
and to deviate from this long established rule will result in 
undue preference to a wooden box by a reduction in gross 
weight, to the disadvantage of the fiber box, in violation of 
section 3 of the interstate commerce act. 

A third assertion is “that the weight equalization rules here 
adopted, if permitted to take effect, will eventually spread to 
other commodities as well as to other localities, thereby re- 
sulting in discrimination against solid fiber and corrugated fiber 
boxes and injury to your petitioner and its business.” 

Among those requesting suspension of the Toll tariffs, other 
than those already mentioned, were Brown Paper Mill Co., 
Inc., Monroe, La.; Container Corporation of America, Chicago, 
Ill.; National Container Association, Chicago, Ill.; Bogalusa, La., 
Paper Co., Inc.; Bird & Son, East Walpole, Mass.; Robert Gair 
Co., Inc., New York, N. Y.; Robert Gaylord, Inc., St. Louis, 
Mo., and Eddy Paper Corporation, Three Rivers, Mich. 

The Canners’ League of California, in asking for the sus- 
pension of the Toll tariffs, asserted that any revenue that might 
accrue to the carriers through stimulating the moving of wooden 
box material by means of the “subsidy” here proposed to be 
given to the wooden box manufacturers could affect only the 
carriers on the Pacific coast serving the lumber producing 
regions. 

All other carriers, the League asserted, would gain no addi- 
tional revenue whatever and would lose the revenue now accru- 
ing from the charging of actual weights on shipments in wooden 
boxes with no reduction in operating expenses to compensate 
for such reduced income. In fact, it added, operating expenses 
would be increased without an increase in revenue by the cost 
of transporting free the greater weight of wooden boxes, to 
the extent the use of such boxes might displace the use of 
fiberboard boxes, 


SUSPENDED TARIFFS 


In I. and S. No. 3928, the Interstate Commerce Commission 
suspended from December 10 until July 10 certain schedules 
as published by Speiden in supplement 41 to his I. C. C. No. 
1449, supplement 107 to his I. C. C. No. 1147, and other tariffs. 
The suspended schedules propose to restrict the application of 
proportional and reshipping rates on grain and grain products, 
in carloads, from Ohio and Mississippi River crossings to destina- 
tions in southern territory, so as to apply only on traffic originat- 
ing beyond when the inbound service is performed by rail lines, 
thereby canceling the application of the proportional and reship- 
ping rates on traffic arriving at the crossings via water lines, 
which would result in the application of higher local rates. The 
following is illustrative, rates being in cents per 100 pounds, 
on grain: 


7 From St. Louis, Mo., to Atlanta, Ga., present rate—Arriving at 
St. Louis via rail lines, 38%; arriving at St. Louis via boat or barge, 


3814. From St. Louis, Mo., to Atlanta, Ga., proposed rate—Arriving 
at St. Louis via rail lines, 38%; arriving at St. Louis via hoat or 
barge, 4314. 


In I. and §S. No. 3929, the Commission has suspended from 
December 10 until July 10 schedules as published in supplement 
No. 130 to Speiden’s I. C. C. No. 1281, supplement No. 83 to 
Louisville & Nashville I. C. C. No. A-16009, and many other 
tariffs of individual lines and agents. The suspended schedules 
propose to cancel commodity rates on all kinds of fresh berries 
when from, to, and between points in Southern territory and to 
apply in lieu thereof 72 per cent of first class rates on carloads 
from certain points in the south (east of the Mississippi River 
to western Georgia, inclusive), and also to apply higher classi- 
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fication basis on both carload and less-carload traffic from other 
points in the south and southeast, which result generally in 
increases for the entire adjustment. The following is illustra- 
tive, rates being in cents per 100 pounds: 


From From 
Brewton, Ala. Portland, Tenn. 
To Present Proposed Present Proposed 
SIGE CE ig cstscsndanses 90 135 58 85 
SS eer er 101 150 84 101 
pO ee” errr 129 161 88 109 


In I. and S. No. 3930, the Commission has suspended from 
December 10 until July 10 schedules as published in trans- 
continental tariff, Toll’s I. C. C. No. 1320, and supplement No. 1 
thereto, joint with other agents, and Gomph’s I. C. C. No. 1151. 
The suspended schedules propose to establish, for the first time, 
estimated per package weights on celery, in carloads, from points 
in Pacific coast territory to eastern destinations. 


In I. and S. No. 3931, the Commission has suspended from De- 
cember 15 until July 15, schedules in supplement No. 10 to Galli- 
gan’s I. C. C. No. 227. The suspended scheudles propose to reduce 
the rates on bituminous coal from mines in Taylorville, Ill., to East 
St. Louis, Ill., and St. Louis, Mo., via the Wabash Railway. The 
following is illustrative, rates being in cents a ton of 2,000 pounds: 

From Taylorville, Ill. 

To Present Proposed 
NE, NL Slew ianenaiakaoeneenedweecwers 83 80 
St. Louis, Mo. 108 105 


eee eee eee eee ee ee ee 


PETITIONS FOR REHEARING, ETC. 


No, 24497 and Sub. 1, Trenton Potteries Co. et al. vs. A. C. L. et 
al. and No. 23687, Architectural Tile Co. vs. A. C. L. et al. Complain- 
ants and certain interveners herein ask reconsideration of Commis- 
sion’s action and order of October 2, 1933, denying petitions for re- 
argument and reconsideration, 

No, 25532, Cargill Elevator Co. vs. C. & N. W. et al. Complainant 
and interveners ask for reopening, argument before the Commission 
and reconsideration. 

No, 23972, R. W. Burch, Inc., et al. vs. Railway Express Agancy, 
Inc., et al., and cases grouped therewith. Parties defendant ask re- 
opening and reconsideration herein, and for an order staying the 
effective date of its order of November 7, 1933, pending decision on 
this petition. 

No. 24104, Big Sandy Fruit Co. et al. vs. A. & E. et al. and No. 
25711, Big Sandy Fruit Co. et al. vs. A. C. & Y. et al. C. & O. asks 
for reconsideration by entire Commission. 

No, 24145, Wishnatzki & Nathel et al. vs. Railway Express Agency, 
Inc., et al. and cases grouped therewith. Complainants and interveners 
in No. 24145, No. 24671, Caruso, Rinella, Battaglia Co., Inc., vs. Rail- 
way Express Agency, Inc., et al. and No. 25463, Jill Bros., Inc., vs. 
Railway Express Agency, Inc., et al., ask for a modification of the 
findings and orders, reconsideration and/or reargument of its cases. 

1. & S. 3742 and |. & S. 3776, Lime, from, to and between the south- 
west. Protestant, Ash Grove Lime & Portland Cement Co., asks for 
reopening and reconsideration of the record as made. 

No. 25101, Elk Oil Co. et al. vs. A. G. S. et al. L. & N. asks re- 
opening and reconsideration of the findings of division 3 by the Com- 
mission as a whole and a postponement of the effective date of the 
order entered therein. 

Finance No. 8896, Gulf & West Texas Ry. Co. Applicant asks 
Commission to make and enter a further order granting it an addi- 
tional period of twelve months from and after December 18, 1933, 
before the expiration of which it may make to said Fredericksburg 
& Northern Railway, an offer such as that contemplated by the 
report and order. 

Finance No. 7625, In the matter of Gulf & West Texas construc- 
tion. Applicant asks for an order further extending to March $31, 
1937, the time within which it shall complete the Fredericksburg- 
Brady section of said railroad. 

No, 24924, Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. et 
California Growers’ & Shippers’ Protective League and Western 
Growers Protective Association ask for reconsideration and oral ar- 
gument, before the entire Commission. 

No. 23424, E. H. Milton & Sons et al. vs. A. & S. et al. and cases 
grouped therewith. William W. Wheelock and W. G. Bierd, receivers 
of the Chicago & Alton, in a supplemental and individual petition ask 
for rehearing, reconsideration and reargument, particularly with 
respect to rates from Springfield district to destinations on the Alton 
in the state of Missouri. 


al. 





REDUCED FARES 


In addition to the reduced passenger fares that became 
effective on western railways December 1, further reductions 
will be made on round-trip summer excursion fares between 
points in Western Territory and the Pacific Coast, according 
to an announcement by H. W. Siddall, chairman of the Western 
Passenger Association. 

Three classes of round-trip summer excursion fares to and 
from the Pacific Coast will be offered by the western railways. 
First-class fares, good in Pullman equipment, will average 
slightly less than two cents per mile in each direction: the 
first-class round-trip fare between Chicago and the Pacific Coast 
will be $86. The round-trip intermediate class fare, for tickets 
good in tourist sleeping cars, will be $68.80; and the round-trip 
fare, for tickets good in day coaches only, will be $57.35 be- 
tween Chicago and the Pacific Coast. Corresponding reductions 
will be made in the round-trip rates between St. Louis, Kansas 
City, Minneapolis, Omaha and other points in western terri- 
tory and the Pacific Coast; likewise, similary reduced first-class 
round-trip fares will be authorized to Mexico City. 

Tickets at these reduced rates will be on sale daily from 
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May 15 to October 15, 1934, with a final limit, for the retuy 
journey, of October 31. Stopovers will be allowed at all poiny 
on both the going and the return trip. Furthermore, extensiy 
diverse-route priviliges will be offered, enabling the tourist t 
make his outbound journey over one route and to return ove 
an entirely different route, if he so desires. 

These round-trip summer excursion fares to and from th 
Pacific Coast represent a reduction not only below the ne 
low scale of passenger fares adopted by the western railway; 
the first of this month, but also below the corresponding gq. 
cursion fares effective in the summer of 1933. 

Further reductions in round-trip day-coach fares will b 
made by the western railways for the Christmas and New Year, 
holiday season. From December 16 to January 1 round-trip day. 
coach railway tickets will be sold between all points in Westen 
Territory at an average rate, for the round-trip journey, of ap 
proximately 1% cents a mile—a reduction for the holidays of 25 
per cent below the recently reduced basic day-coach fares. The 
return limit on these specially reduced holiday tickets will be 
January 15. 


CHICAGO SWITCHING RATES 


The Commission, on petition of Chicago terminal lines, has 
reopened No. 19610, switching rates in the Chicago switching dis. 
trict, with respect to one and two line hauls on crude coal tar 
and water gas tar. The reopened proceeding has been set for 
further hearing on January 10, at the Sherman Hotel, Chicago, at 
10 o’clock, before Examiner R. N. Trezise. 

Petitions for the reopening were filed by the Chicago & Illi- 
nois Western, Chicago Short Line Railway Co., Chicago, West 
Pullman & Southern, and the Belt Railway Company of Chicago, 
They asked for modification of the order dated July 3, 1933, with 
respect to the intrastate two-line switching rate of 3.5 cents on 
erude coal tar from the plants of the Interlake Iron & Steel Co. 
and the Wisconsin Steel Co. to the plant of the Barrett Co. The 
Chicago & Illinois Western asked for the modification of the or. 
der of July 3 with respect to the one-line intrastate rate of 3 
cents on crude coal tar and water gas tar from the plant of the 
Chicago By-Products Coke Co. to the plant of the American Tar 
Products Co. The desire of the carriers is to restore the old 
one-line charge to meet truck competition and the two-line charge 
to meet water competition. 


FALSE CLAIMS FINE 


The Commission has been advised, according to Secretary 
McGinty, that on December 5, a plea of guilty was entered in 
the federal district court at Chicago by Erenberg, Kramer & 
Co., Inc., a corporation, to an indictment in three counts charg- 
ing it with soliciting and accepting rebates from the Chesapeake 
& Ohio Railway Co. by means of false claims for damage to 
shipments of produce, in violation of the Elkins act. A fine of 
$1,000 a count, or a total fine of $3,000, was imposed by the 
court. This case was investigated by representatives of the 
Commission’s Bureau of Inquiry. Attorney Walsh of that bureau 
assisted the United States attorney in the proceeding before 
the grand jury and in the final disposition of the case. 


REPARATION ORDERED 


A decision in a lumber freight rate case that has been pend- 
ing before the Commission and in federal courts since the time 
of the World War was handed down in the federal court in 
Spokane, Wash., last week. The decision orders 102 railroads 
to pay to plaintiff shippers of sash and doors and other similar 
products more than $250,000. 

A second decision against the Baltimore and Ohio and 32 
other railroads is in favor of the American Door and Manufac- 
turing Company for $13,000. 

“These were suits brought by shippers to recover repara- 
tions ordered by the Commission arising out of the collecting 
of excessive freight charges,” the judge said. “The orders of 
reparation involved were entered by the Commission in 1929.” 


ARKANSAS TRAIN CREW LAW 

The Supreme Court of the United States, December 11, in 
No. 124, Missouri Pacific Railroad Co., appellant, vs. Hal Nor- 
wood, attorney general of Arkansas, et al., affirmed a decree 
of the district court of the United States for the western dis- 
trict of Arkansas, which refused an injunction restraining de 
fendants from enforcing the Arkansas full train crew law. The 
case was disposed of by “per curiam,” no written opinion hav- 
ing been handed down. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Shipping Decisi 
pping e€cisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





(District Court, E. D. New York.) Libel against steamship 
for sprouting of cargo of onions and breaking of packages should 
be dismissed for want of prosecution, where no proceedings had 
peen taken since 1924 and even casual correspondence and con- 
ferences between proctors ceased some 3% years ago (General 
Rules, rule 28). (The Hunstanworth, 4 Fed. Sup. 656.) 

Finding that ship was liable only for breakage of cases of 
onions by stevedores during discharge raised presumption that 
failure to proceed with proof would have entitled libelant only 
to nominal damages, and made allowance of costs on dismissal 
for want of prosecution a matter of discretion.—Ibid. 

Admiralty courts are not compelled to make awards for 
nominal damages.—Ibid. 





(District Court, E. D. New York.) Carrier had burden to 
show how damage occurred and that carrier was without fault, 
where charterer showed that it had deposited cargo in good 
order and that some of it was in bad order when discharged. 
(The Joseph J. Hock, 4 Fed. Sup. 628.) 

Evidence required finding that water damage to cargo re- 
sulting from rain when barge was being unloaded was not 
occasioned through fault of carrier.—Ibid. 

Carrier held not liable for damage to cargo of barge due 
to bow thereof being tipped as result of unloading at stern, 
where unloading was entirely within charterer’s control.—Ibid. 

Carrier, in libel by charterer for cargo damage, had burden 
to prove that negligent act causing damage was fault in navi- 
gation or management within exempting statute (Harter Act, 
Secs. 1-3 (46 USCA, Secs. 190-192) ).—Ibid. 

Negligence of master of barge in allowing pump to get out 
of order, with result that cargo sustained water damage, held 
part of “management” of barge within statute exempting car- 
rier from liability (Harter Act, Secs. 1-3 (46 USCA, Secs. 190- 
192) ).—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests ef National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Eighth Circuit.) “Rate tariff” 
is, in essence, statement by carrier to possible shippers that 
it will furnish certain services under certain conditions for 
certain price. (Union Wire Rope Corporation vs. Atchison, T. 
& S. F. Ry. Co., 66 Fed. Rep. (2nd) 965). 

Tariff, legally promulgated, is binding on both carrier and 
shipper taking advantage thereof, and its terms, in essence, 
become only legal contract between them respecting services, 
conditions, and price.—Ibid. 

Tariff being written by carrier, all ambiguities or reason- 
able doubts as to its meaning must be resolved against carrier. 
—Ibid. 

Construction of tariff should be meaning which words used 
might reasonably carry to shippers to whom addressed.—Ibid. 

Carrier addressing word in tariff to special class of ship- 
pers must abide by established or customary meaning of word 
in that class.—Ibid. 

Making of steel rods into wire and wire rope at transit 
point held within tariff authorizing stoppage of rods at. such 
Point for purpose of “reworking or assembling.” 

Words “reworking or assembling” are broad and general 
in ordinary meaning; broad meaning was suggested by carrier’s 
rule that identity of unfabricated material need not be pre 
served, but may be consolidated in fabricating plant; while 
“reworking” means “working again,” and hence as used in 
tariff meant that articles had been worked before reaching 
transit point. 

Whether carrier’s tariff covered situation shown by stipu- 
lated facts in action for undercharges was question of law, 
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not of fact, so that finding thereon by court sitting as jury was 
not binding on appellate court.—lIbid. 

Trial court’s finding held not conclusive on appeal on ground 
that appellant did not call court’s attention to objection, where 
record showed denial of appellant’s request for finding in its 
favor on stipulated facts.—Ibid. 

Trial court’s finding that wire and wire rope, made by 
shipper from steel rods at transit point, was new manufactured 
product, not within stoppage in transit through rate tariff, held 
not conclusive on appeal, whether question was one of law or 
fact; question being whether real facts found support judgment. 
—Ibid. 

Authority for any charge, condition, practice, or service 
by carrier must be found in tariff, and nothing not so found 
can be inferred or added thereto, but all reasonable doubts must 
be resolved in shipper’s favor.—Ibid. 

Word “fabrication” in rate tariff, authorizing stoppage of 
steel rods at certain point for purpose of “reworking or assem- 
bling (called fabrication herein),” held not to include making 
of wire and wire rope, though within some meaning of word 
“manufacture.” 

Word “manufacture,” which is broad, general term, suscep- 
tible of many applications and meanings, and word “fabrication,” 
are often, in broadest sense, interchangeable in meaning; defini- 
tion in particular instance depending on environment of par- 
ticular use of either.—Ibid. 

Word “reworking” in rate tariff, authorizing stoppage of 
steel rods at transit point for purpose of reworking, may mean 
“manufacture.” 





(District Court, W. D. Texas, at San Antonio.) In rate 
controversies, proof of confiscation must be beyond all reason- 
able doubt. (Southwestern Bell Tel. Co. vs. City of San Antonio, 
Tex., 4 Fed. Supp. 570.) 

Legislation may not be declared void by courts if there is 
reasonable doubt of its validity.—Ibid. 

Proof of confiscation is not “clear and convincing” if, when 
evidence is completed, court entertains reasonable doubt of 
confiscatory nature of rates.—Ibid. 

In rate controversies proof of confiscation, if not beyond 
reasonable doubt, is not sufficiently convincing to stay action of 
state.—Ibid. 

In rate controversies, that books of telephone company were 
kept as prescribed by Interstate Commerce Commission did 
not give conclusive verity to entries thereon, Where entries 
were not originals and did not record actual transactions, but 
estimates, allocations, and prorated items.—Ibid. 





(Supreme Court of Minnesota.) Courts will take judicial 
notice of provisions of city charter. (City of St. Paul vs. Twin 
City Motor Bus Co., 250 N. W. Rep. 572.) 

City of St. Paul, under charter provisions, held authorized 
to require common carrier of passengers by motorbus operating 
upon its streets to obtain license or franchise.—Ibid. 

Words “special rights or privileges,’ within provisions of 
St. Paul city charter requiring license or franchise for use of 
street, include any right or privilege which city is authorized 
to grant and regulate by license or franchise.—lIbid. 

Where common carrier of passengers by motorbus operated 
busses over streets of city and into adjoining city under cer- 
tificate from Railroad and Warehouse Commission, and acted in 
good faith in contesting right of city to require license or 
franchise, carrier held entitled to reasonable time to apply for 
and obtain license or franchise.—Ibid. 





(Court of Appeal of Louisiana, First Circuit.) Under con- 
tract to lay spur track whereby railroad could take up tracks 
and other movables, should track be abandoned or its use dis- 
continued for business contemplated, railroad had right to re- 
move movables when property was sold under mortgage fore- 
closure. (Louisiana Ry. & Nav. Co. et al. vs. Cash Grocery & 
Sales Co., Inc., 150 So. Rep. 57.) 

Spur-track agreement between railroad and landowner, 
whereby railroad retained ownership of tracks and other mov- 
ables, was legal, and movables did not become immovable by 
destination (Civ. Code, arts. 1901, 1945).—Ibid. 

Mortgage to extent of including spur track which railroad 
had right to take up under contract with mortgagor was invalid 
(Civ. Code, arts. 822, 2015, 2452, 2620, 3300, 3301, 3304, 3308; 
Code Prac., art. 23).—Ibid. 

Where, under contract to lay spur track, railroad had right 
to remove tracks and other movables on discontinuance of use, 
steel remained movable and property of railroad, while land 
belonged to another.—Ibid. 

Where mortgage included spur track, belonging to railroad, 
not to mortgagor, foreclosure sale did not divest railroad’s 
ownership of nor impair its right to remove steel.—Ibid. 
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Railroad’s right to remove spur track under contract with 
landowner held not lost as against purchaser at mortgage fore- 
closure sale because contract was not recorded, recording 
not being necessary.—Ibid. 

Registry law applies to immovables only.—Ibid. 

In contest concerning ownership of immovables, if parties 
do not claim under same author, ownership depends on strength 
of their respective titles and not on question of registry.—Ibid. 

Railroad, not knowing spur track had been mortgaged and 
sold at sheriff’s sale, held not estopped from asserting against 
subsequent purchaser railroad’s ownership of steel under con- 
tract with landowner.—Ibid. 

Prescription: Railroad’s action against one purchasing from 
mortgage foreclosure purchaser to enforce right to remove spur 
track held not barred where commenced within year after fore- 
closure sale.—Ibid. 

That business of one purchasing land from purchaser at 
mortgage foreclosure was of public service character and spur 
tracks were needed held no defense to railroad’s action to en- 
force right to remove spur tracks under contract with mortgagor. 
—lIbid. 

Railroad retaining right under contract to lay spur track 
with mortgagor to remove steel, on abandonment of use of 
tracks, held entitled to remove steel as against one purchasing 
from mortgage foreclosure purchaser (Civ. Code, art. 2620).— 
Ibid. 





(Supreme Court of Florida.) Plea to merits, if defense to 
action may be proven under it, is sufficient as against demurrer. 
(Reinschmidt et al. vs. Louisville & N. R. Co., 150 So. Rep. 
266). 

In carrier’s suit against shipper to recover alleged under- 
charges, allegations of plea held sufficient to put in issue alle- 
gation of declaration, in effect, that defendants had not paid 
lawful tariff rate. 

Plea to declaration, in effect, denied allegations of special 
counts as to amount due railroad over and above what proper 
tariff called for and undertook to set forth reasons why no 
undercharges were due, and, in substance, put in issue the 
general substantive allegation of declaration concerning liability 
for the undercharges sued for.—Ibid. 

Court cannot take judicial notice of tariffs approved by 
Railroad Commission.—Ibid. 

Whether rate was prescribed by tariffs approved by Rail- 
road Commission, and whether shipper paid applicable rate, held 
mixed questions of law and fact under established facts.—Ibid. 





(Court of Criminal Appeals of Texas). Truck owner con- 
tracting, for weekly sum, to furnish truck and driver and to 
pay all operating expenses, including wages of driver who was 
to be subject to exclusive control of lessee company in haul- 
ing and delivering its products, held “contract carrier,” re- 
quired to have permit (Vernon’s Ann. Civ. St., art. 911b, Secs. 
1 (g, h), 6 (a); Vernon’s Ann. P. C., art. 1690b). (Reavley vs. 
State, 63 S. W. Rep. (2nd) 709). 


RAILROAD EARNINGS 


Operating revenues and operating expenses of Class 1 steam 
railroads for October and the ten months ended with October, 
1933 and 1932, compiled from carrier reports by the Bureau of 
Statistics of the Commission, follow: 


October 
1933 1932 
Average number of miles operated....... 240,374.27 241,693.26 
Revenues: 
IN iho. kckiccks ane 3 ach tceld geeea. Ca eww mia $239,603,318 $243,988,119 
EE EE LOL Ee rT *29,835,297 726,179,389 
Rn nr eee ee 7,621,095 7,804,187 
MINED sc: arecelcastte gta:0 50) 0.6 Gitoiwpimiekate 4:0. duin 4,436,136 4,872,861 
All other transportation. ........0s.0. 6,396,412 6,558,333 
ee er ee rere 5,868,256 5,253,377 
POMS. FOP, into dccdsedeesdene 808,601 742,171 
SOME THONG. ois cee ctceicisccees 227,523 223,035 
Railway operating revenues...... $294,341,592 $295,175, 402 
Expenses: 


Maintenance of way and structures..$ 30,961,409 
Maintenance of equipment 55,337,597 


$ 28,971,595 
50,544,039 





RE re ee ee eer eT ee re 7,231,939 7,423,684 
TRAGBOOTEALION ..ccceccccces 97,040,197 97,143,352 
Miscellaneous operations ............ 2,159,498 2,078,697 
NS 555 06.6 n6-0s bade ee 66.68 Wake Ae 12,209,802 12,295,391 
Transportation for investment—Cr... 246,005 398,993 
Railway operating expenses......$204,694,437 $198,057,765 

Net revenue from railway operations....$ 89,647,155 $ 97,117,637 
a eee re rr 21,370,990 23,271,653 
Uncollectible railway revenues........... 112,105 72,236 
Railway operating income....,., $ 68,164,060 $ 73,778,748 
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Kquipment rents—Dr. balance........... $ 7,710,401 $ 8,000,087 

Joint facility rent—Dr. balance.......... 3,188,878 2,989,695 

ee nasa! 

Net railway operating income....$ 57,264,781 $ 62,784,035 

Ratio of expenses to revenues (per cent) 69.54 67.19 
*Includes $1,483,840 sleeping and parlor car surcharge. 
yIncludes $1,295,057 sleeping and parlor car surcharge. 

Ten Months 
1933 1932 
Average number of miles operated...... 240,920.02 241,728, 96 
Revenues: 

SII - 35, ocacissatahajereioreaai aac ose wai. woiareate $2,091,156,487 $2,059,798,744 

SN” |. cle .cauineecey amare sad-cabie aire *275,057,961 1322,033,494 

RR her rs nen 74,820,358 79,757,394 

DED. i.cuvenewwns acinhewagewd aes 37,288,932 46,052,795 

All other transportation............ 60,476,653 66,262,699 

Incidental ..2..sseceecevscccovsccses 48,616,581 53,607,541 

es ee rae 6,905,083 7,576,514 

FORMC THOMIG-OE, occkccccdsecccucew 1,881,094 2,290,416 


ence emE 
$2,632,798, 756 


kxxpenses: 
Maintenance of way and structures.$ 273,224,293 $ 303,980,713 
Maintenance of equipment.......... 495,496,661 519,118,284 
EEE, owiaiiecawad Lancitadws-oaensawies 71,330,639 81,560,433 
a en ae 893,407,978 974,014,036 
Miscellaneous operations ........... 19,446,023 23,662,984 
MED. ccacaauia cada cdiewan canna ov 119,794,622 131,129,341 
Transportation for investment—Cr.. * 2,287,316 3,657,745 


$2,029,808,046 
$ 602,990,710 


Railway operating expenses... .$1,870,412,900 


Net revenue from railway operations...$ 722,028,061 





RAUWAY COX GCCTUBIB. .6.60.ccccccscsces 221,524,606 240,216,100 

Uncollectible railway revenues.......... 894,319 776,371 

Railway operating income...... $ 499,609,136 $ 361,998,239 

Equipment rents—Dr. balance.......... $ 70,914,326 $ 71,756,597 

Joint faciity rent—Dr. balance.......... 30,456,152 29,625,163 

Net railway operating income..$ 398,238,658 $ 260,616,479 

Ratio of expenses to revenues (per cent) 72.15 77.10 
*Includes $13,317,635 sleeping and parlor car surcharge. 
tIncludes $15,730,070 sleeping and parlor car surcharge. 

LAKE CARGO DAMAGE SUIT 
The Supreme Court of the United States has granted 


certiorari to review a decision of the Supreme Court of Minne- 
sota in No. 561, International Milling Co., petitioner, vs. Colum- 
bia Transport Co., an action instituted by the petitioner to re- 
cover for damage to a cargo of wheat while stored in the 
Steamer W. C. Richardson at South Chicago, IIl., from January 
1, 1930, to May 1, 1930. 


SECURITIES ACT OF 1933 

The Securities Act of 1933, “a practical manual for security 
issuers, and underwriters, investors, experts, and dealers,” by 
Simon Michelet, Washington, D. C., attorney, has been published 
by the author. It is a comprehensive record covering the act 
itself, its history and purposes, as well as a discussion of it 
in terms of the issuer of securities, the investor, etc. It con- 
tains fourteen chapters, appendix, table of contents, and index, 
the author expressing the opinion that prospective revision of 
the act by the incoming Congress should make it useful and 
valuable at this time. Administration, operation, registration 
procedure, exemption, violations—all are covered in detail, and 
a model registration form properly filled out is included. Mr. 
Michelet was formerly clerk to the Senate committee on 
judiciary. 


COMMUNICATIONS CONTROL 


President Roosevelt’s special committee that has been study- 
ing the problem of communications has submitted a tentative re- 
port setting out three possibilities with respect to that problem. 
The first is that existing conditions be not interferred with; the 
second that monopolies in the communications field, embracing 
telephone, wire, and wireless services, be permitted subject to 
strict governmental regulation, and the third, government owner- 
ship of communications. Though no conclusions have been 
reached by the administration the expectation is that probably a 
program for legislation based on the second possibility outlined 
will be worked out for submission to Congress. The committee 
is headed by Secretary Roper of the Department of Commerce. 


CONSOLIDATED CLASSIFICATION DOCKET 


Docket No. 56, of the Consolidated Classification Commit- 
tee, for hearings of the Southern, Official, and Western Classi- 
fication committees at Atlanta, Jan. 10, New York, Jan. 16, and 
Chicago, Jan. 23, is published in the December 16 Traffic 
Bulletin. 
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Mechanical Aid in Coal Delivery 


By Reginald Trautschold, Consulting Engineer 


railroads, the main business of the carriers, entailing, as it 

does, the use of more railroad equipment, facilities, and 
transportation than does any other commodity service. In the 
normal year, the consumption of coal in the United States has 
reached 575,000,000 tons, in round numbers, almost all of which 
is transported by rail at some time or another. 

Well over a quarter of this great coal output is represented 
py railroad fuel, for shop 
and locomotive use; about 
30 per cent is consumed 
by electric utilities, coke 
ovens, and steel works; 
the substantial balance is 
now fairly equally divided 
between demands for man- 
ufacturing requirements 
and domestic (household) 
consumption — about 100,- 
000,000 tons a year in 
each case. It is this lat- 
ter coal traffic, fuel for 
manuufacturing needs and 
domestic heating, that at 
present provides the chief 
support (freight) of the 
railroads and is their main 
source of revenue—busi- 
ness that must be retained 
at all cost. 

Necessary as is this 
coal traffic, increasing in- 
roads are being made by 
the rapidly growing use of 
oil and other fuels in both 
the industrial power and 
domestic heating fields, in- 
roads that freight carriers 
can ill afford to ignore. 
The situation is, indeed, 
grave and requires the as- 
sumption of new responsi- 
bilities by the railroads, 
which can no longer rest 
content with simply haul- 
ing the coal from the 
mines to the markets, but 
must concern themselves, 
if only indirectly, with 
ways and means in the 
further handling and con- 
sumption of coal by the ul- 
timate consumer. All in- 
dustry is faced with the 
obligation of effecting 
every attainable reduction 
in mechanical operating 
costs and one of the major 
if not greatest of the sav- 
ings striven for is and will be in making more effective and eco- 
nomical utilization of fuel—efforts making still greater inroads 
into the coal traffic that is so essential for the upkeep of the 
transportation systems. 

In the decade, 1920-1930, improvements in combustion effi- 
ciency in the power field were so marked as to represent con- 
servation of fuel equivalent to approximately 205,000,000 tons 
in the boom year of 1929, realized chiefly by public utility and 
large manufacturing plants. However, in spite of the drastic 
curtailment in coal traffic that this much. higher effectiveness 
in combustion utilization brought about, there was an actual 
increase of 2.4 per cent in the amount of coal produced and 
handled by the public carriers in the same ten-year period as 
compared with the previous decade, and 7 per cent more coal 
was marketed in the five years, 1926 to 1930, than in the period 
between 1920 and 1925. These facts are highly significant, for 
the same underlying motive is responsible for the improvement 
in combustion utilization of coal-burning power plants that is 
behind the inroads into power and heating services being made 
by oil and other fuels—that is, the attainment of lower unit 
combustion costs. 

With the substantial improvements made in coal-burning 
practices by many of the large power plants and approached, 


T HE traffic in coal is still one of the chief problems of the 





Coal and ash skip-hoists serving the Cherry River Paper Company plant 
at Richmond, W. Va. 


at least, by some of the more progressive of the smaller -plants, 
there is now probably little difference between the attainable 
fuel costs in power generation and heating service by coal or 
by competing fuels. Of far greater influence in the economic 
choice of fuel is the question of expense in handling the fuel on 
the consumer’s property. 


Handling Too Costly 


At a certain large mid- 
western establishment that 
was recently renovated 
and placed in a competi- 
tive position with neigh- 
boring mills and factories, 
the plant fuel was changed 
from coal to natural gas, 
while another and more 
up-to-date plant in the 
same general locality con- 
tinues to operate fairly 
economically on coal. In 
the case of the former 
plant, a survey showed 
that the cost of getting the 
coal formerly employed 
out of the freight cars into 
the boiler furnaces and 
the ash refuse removed 
had entailed an expense of 
96 cents a ton. With nat- 
ural gas as fuel, of course, 
there is no such burden. 
The second plant, how- 
ever, moved its coal and 
ashes with better handling 
facilities at a cost of only 
8 cents a ton. 

While the change to 
natural gas may have been 
a wise and logical move in 
that territory, the gaseous 
fuel being available, it is 
also highly probable that, 
had the renovated plant 
handled its former coal 
supply as cheaply as does 
its neighbor, the substitu- 
tion in plant fuel would 
not have been made. The 
differential of 88 cents a 
ton was, unquestionably, a 
dominant factor in the loss 
of business to the railroad 
serving the locality. 

This is in no way an 
exceptional situation, for 
there are still many indus- 
trial plants striving to re- 
main in business where 
coal-handling methods and facilities are decidedly antiquated, 
where coal-handling costs sometimes run as high as $1.00 a 
ton. What, then, is more natural, when these plants are re- 
modeled and operating economies are instigated, than that the 
gas and oil fuel advocates should capitalize on the fact that 
the handling costs with their fuels are much lower, and “chisel” 
into legitimate coal traffic. At times, the competing fuels may 
gain the preference on their intrinsic merits, it is true, but 
more often coal burning is given up on accuont of old experi- 
ence with unnecessarily high handling costs. Instead of a 
coal burning steam plant having to be burdened with a fuel 
handling expense of anything like a dollar a ton nowadays, 
the average establishment employing modern materials-handling 
equipment and methods should be able to take its coal from 
freight cars or boats, consume it, and dispose of the resulting 
ashes at a total expense for handling of from 5 to 9 cents a 
ton—frequently for much less. 


Costs at 8 Cents and 3 Cents 


A typical instance is at the Cherry River Paper Company 
plant at Richwood, W. Va., where a modern skip-hoist rig and 
commodious overhead storage bunker is employed, supplemented 
by a cable dragline scraper provided for coal reclamation from 
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ground storage. Incidentally, an installation of this general 
type, with either a skip-hoist or a bucket elevator discharging 
to an elevated storage bin or silo construction as its distinguish- 
ing characteristics, is now quite commonly conceded to be 
about the cheapest, most efficient, and generally satisfactory 
system for coal handling for the majority of power plants. 

At the Richwood establishment a large track hopper for the 
accommodation of bottom-drop coal cars discharges to a counter- 
weighted, fully automatic skip-hoist furnished with an efficient 
variety of loader and automatic control. The skip bucket at 
the top of its run discharges to an elevated hopper, feeding or 
by-passing a coal crusher, and a large suspension coal bunker 
is located at one end of the boiler room firing aisle. In handling 
the coal from the bunker to the stokers a motor driven larry 
with stoker extension hoppers is furnished. For handling the 
ashes, a task quite generally considered as part of coal-handling, 
there is a semi-automatic skip with a cylindrical overhead stor- 
age bin or hopper. In addition, refractory lined ash hoppers .are 
provided for the five boilers, with ash gates and chutes for 
the discharge of the ashes to the ash-skip. 

The complete coal and ash-handling installation erectéd on 
solid foundations and wired for service entailed an investment 
of about $50,000, the coal-skip and crusher working togéther 


automatically, having an hourly capacity of 60 tons of coal ~ 


and the ash skip-hoist rig, eight tons of ashes. The cable, re- 
claiming drag-line scraper, which is seldom used, handles 50 
tons of coal an hour on a 100-foot haul, discharging the coal 
to the receiving track hopper, from which it is taken by the 
coal skip to the elevated coal hopper. 

The reason the reclaiming drag-line scraper is seldom em- 
ployed is local and is of particular interest, as it focusses atten- 
tion on a requirement for consignments of coal brought in 
over public railroad systems. The mine from which most of 
the mill’s fuel supply is obtained happens to be owned and 
operated by the establishment, making it possible to maintain 
uninterrupted shipment of coal to the power plant and avoid- 
ing the need for keeping any great reserve on hand at the plant. 
While this is doubtless a desirable situation, the cost of mining 
and bringing its own coal to the plant presumably being less 
to the establishment than the market price commanded by out- 
side supplies, it introduces an expense in coal-handling that, 
under other circumstances, might prove a burden. 


The rough roadbed over which the coal is: brought down 
from the mines makes it necessary for the coal to be loaded 
on and transported by small flat bottom cars, which have to 
be unloaded at the track hopper with the help of a locomotive 
crane. This imposes an expense of close to $8.00 a day, which, 
when coal is purchased on the outside and brought to the plant 
in bottom-drop gondolas, is almost wholely avoided, the larger 
coal cars being spotted and emptied directly into the track 
hopper. As a result, the plant coal received in flat bottom 
cars carries a handling charge for unloading of almost eight 
cents a ton, while purchased coal from outside sources received 
in bottom-drop cars is handled at the plant for about three cents 
a ton—a differential in handling cests in favor of proper railroad 
service amounting to about five cents a ton. 


In normal times this plant consumes approximately 50,000 
tons of coal a year, which, if it had to be purchased in the 
open market, would place a premium of $2,500 a year on suit- 
able carrier service—that is, on shipment in modern drop-bottom 
cars. This amount, under certain circumstances, might con- 
ceivably determine whether the plant should be operated on 
coal or some other form of fuel. 


Confirmation from Small and Medium Size Plants 


The merits of the coal-handling system at this good-sized 
plant and the influence suitable mechanical aid in coal delivery 
actually exerts on coal business and coal traffic are conclu- 
sively demonstrated in many other installations of small, me- 
dium, and large capacity. For instance, at the Milwaukee Chair 
Company, Milwaukee, Wis., where handling the limited coal 
requirements of the concern by band had entailed an expense 
of about 32 cents a ton, suitable mechanical aid in transferring 
- the coal from incoming freight cars to service bins and storage 
effected substantial economies. 

In this particular case a vertical bucket elevator is used in 
preference to a skip-hoist rig and the reserve coal storage is 
accommodated in a silo of adequate capacity, from which it 
is reclaimed as required by gravity discharge to the elevator 
boot. The coal for current use is held in a live storage bin 
suspended in the upper portion of the silo, and it is to this bin 
that the bucket elevator discharges. The diameter of the bin 
is less than that of the silo, so, when the bin is filled, the con- 
tinued discharge from the elecator simply spills over to the 
reserve storage below. 

With this compact and simple rig in service, coal-handling 
costs at the Milwaukee Chair Company dropped to 3.8 cents a 
ton, including al] power, labor, and upkeep expenses. Here, 
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again, delivery of coal in modern bottom-drop cars is required 
but, with this service rendered by the coal carrier, handling 
costs are reduced 87% per cent, a saving of 28 cents a ton jp 
fuel expense to the factory. 

At the Devils Lake, N. D., station of the Otto Tail Powe; 
Company, an almost identical installation of mechanical aiq 
delivers an average of 1,000 tons of 2-inch lignite a month that 
is received in hopper-bottom gondolas. Valuing current at five 
cents a kilowatt-hour, the power expense for operating the 
coal-handling system amounts to approximately one cent a ton 
of lignite received. 

Handling Coal Supply at One-Half Cent a Ton 

At both the Lynch Road and Coolidge Stations of the De 
troit City Gas Company, large skip-hoists transfer coal from 
bottom-drop gondolas on railroad sidings to overhead storage 
bunkers virtually automatically, elevating the coal about 75 feet, 
at a total cost for power, a ton handled, of one-half cent. At 
the throw of a switch, a commodious skip bucket descends into 
the track hopper pit, tarries a few moments while the skip is 
filled with the better part of half a ton of coal, shuts off the 
flow of coal from the track hopper, ascends the skip-hoist tracks, 


Detroit City Gas Company handles its coal supply at 2 cent a ton in 


Yq cent skip loads. 


discharges and descends for another load. This business-like 
cycle of activity continues without interruption until the op- 
erator pushes the “stop” button. An average of 19 tons of 
coal an hour is placed in the storage bunkers of the plants in 
this way, upward of a thousand tons each month. 

These cases, and thousands of others, demonstrate in a 
definite manner that the responsibilities of the coal carriers, 
for their own advantage, do not stop with hauling the coal to 
the consumer’s property, but must now include service and Co- 
operation suited to the consumer’s needs. How the consumer 
handles his fuel and what use he makes of it are decidedly 
the concern of the transportation interests, if the carrier’s coal 
traffic is not to suffer increasingly severe losses. Particularly 
is this so at present, and all indications are that it will become 
even more so in future, as competition from oil and gas as 
fuels increases. Also, it is highly probable that, as general 
business conditions return to normal, there will be a tendency 
to confine coal-buying more and more to relatively smal] but 
more frequent orders, so as to limit inventory investment and 
hold assets as liquid as possible. In the meeting of these 
developing conditions, the transportation systems can be of 
much assistance, to their own profit, by working with their 
customers, rendering proper and suitable freight service, and 
by interesting themselves in helping to hold down handling costs 
at the consumer’s property. 
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EASTMAN RECOMMENDATIONS 


It is the plan of Coordinator Eastman to begin submitting 
recommendations for legislation looking to the improvement of 
transportation conditions throughout the country to he Com- 
mission in January and complete such submissions not later 
than March. His efforts now are devoted to that end. It is 
understood that he has in mind the order in which he will 
submit his recommendations but is not inclined now to give 
even intimations as to the order so as to leave himself free 
to make such changes as may be required by the relative speed 
with which his staff can present material he needs in making up 
the various parts into which he has divided the subject. 

The recommendations for legislation, provided for by sec- 
tion 13 of the emergency railroad transportation act, 1933, in 
accordance with that part of the statute, will be submited to 
the Commission. That body is required, promptly, to submit 
the recommendations, together with its comments thereon, to 
the President and to Congress. Section 13 says: 


It shall further be the duty of the coordinator . . . forthwith to 
investigate and consider means, not provided for in this title, of im- 
proving transportation conditions throughout the country, including 
eost finding in rail transportation and the ability, financial or other- 
wise, of the carriers to improve their properties and furnish service 
and charge rates which will promote the commerce and industry of 
the country, and including also the stability of railroad labor em- 
ployment and other improvement of railroad labor conditions and 
relations; and from time to time he shall submit to the Commission 
such recommendations calling for further legislation to these ends as 
he may deem necessary or desirable in the public interest. 


Enumeration of things to be done, it is believed, indicate 
the parts into which Coordinator Eastman may divide his 
recommendations and submit them from time to time to the 
Commission. The recommendations are to duties in addition 
to those set forth in the statute creating the office of coordina- 
tor. The questionnaires that have been sent out, from time to 
time, were intended to bring in the information needed as 
foundation for recommendations. It is the plan of the co- 
ordinator to have the reports of the heads of his staff depart- 
meints made public from time to time. The first of them may 
be given out in January. 

Coordinator Eastman has been consulting with members of 
the President’s special committee on transportation, headed by 
Secretary Roper, of the Department of Commerce. 

Legislative recommendations made by Coordinator Eastman 
to the Commission, however, will be his and his alone. The 
thought is that the President may formally submit the East- 
man legislative recommendations to that special committee for 
its comment, formal submission to it being official informa- 
tion as to the thoughts of the coordinator with which the mem- 
bers of the special committee will be familiar, unofficially, on 
account of the consultations between the committee and Co- 
ordinator Eastman. 

Views that may be submitted by the special committee, if 
any, will not be based on any independent investigation of the 
subject, such as Coordinator Eastman has been making, because, 
so far as can be learned, it has not undertaken to gather 
material from original sources, as the coordinator has done. 

Recommendations for additions to the law so as to bring 
all forms of transportation under control of the federal gov- 
ernment, probably under one agency, either under the Commis- 
sion or an agency formed around that body, are expected to be 
the part of Coordinator Eastman’s submissions to the Commis- 
sion that will engage the attention of those interested in a 
coordination of transportation that will end the chaotic situa- 
tion now prevailing, even if in wordage they may not be the 
greatest part his submissions. Coordination is the central 
thought in the statute and the language of section 13, before 
quoted, speaks of “improving transportation conditions through- 
out the country,” although the duties placed upon the coordina- 
tor by the statute, other than the one of making recommenda- 
tions, pertain to transportation by railroad only. 


RAIL WORKERS’ EARNINGS STUDY 


A study of the employment and earnings history of approxi- 
mately 300,000 employes of Class I railroads, according to’an 
announcement, has been approved as a federal civil works 
project. The announcement was made by Harry L. Hopkins, 
Federal Civil Works Administrator. The project will provide 
jobs for 2,012 workers in ten states and the District of Columbia. 

This study will be made, the Hopkins announcement said, 
by the Labor Relations Section under Coordinator Eastman. 
The Hopkins organization will furnish the personnel needed to 
conduct it. The announcement said: 


The information will be collected from the records of railroad 
companies selected according to location and the availability of data 
required and will cover the period from 1924 to 1933, inclusive. It 
will furnish from the employment records of individual workers a 
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factual basis for estimating the costs of retirement pensions, unem- 
ployment insurance, and dismissal pay for employes of the railroads. 
In submitting the study to Mr. opkins as a civil works project, 
Joseph B, Eastman, federal coordinator of transportation, said: 

“In the act of Congress creating the office of federal coordinator 
of transportation, the coordinator was instructed to report to Con- 
gress his recommendations as to a permanent labor policy for the 
railroads of the country. 4 

“For some time the members of standard railroad unions have 
been pressing Congress for legislation creating social insurance in- 
stitutions to replace the voluntary benefit systems now maintained 
on many railroads. 

“These voluntary schemes have been largely unsatisfactory from 
the point of view of employes and have, as well, involved the rail- 
roads in grave financial difficulties.” 

Mr. Eastman pointed out that several bills on these subjects are 
now before Congress, and that in view of the importance of the cost 
element, which involves sums running into the hundreds of millions 
of dollars per year, it is considered essential to collect data which 
will provide an adequate basis for cost estimates. 

Senator Robert F. Wagner, chairman of the subcommittee of 
the Senate, interstate commerce committee, has informed Mr. East- 
mas as follows: 

“I can assure you that in my opinion it would be exceedingly 
helpful to Congress if adequate and reliable facts can be secured, 
interpreted, and made available through your good offices in respect 
to railroad pension and other proposals looking toward the improve- 
ment of the general stability of railroad labor. A comprehensive 
statistical investigation for this purpose, the funds for which would 
be furnished by the Federal Civil Works Administration, therefore, 
has my hearty endorsement, 

R. V. Fletcher, general counsel for the Association of Railway 
Executives, has informed Mr. Eastman that the railroads recognize 
the importance of the study. 


The areas from which the 2,012 are to be drawn are: Cali- 
fornia, District of Columbia, Illinois, Kentucky, Maryland, Mas- 
sachusetts, Minnesota, Missouri, Nebraska, New York and Utah. 
There are to be 104 supervisory employes and 1,908 skilled 
employes. 


EASTMAN AND LABOR 


Coordinator Eastman has advised the regional coordinating 
committees representing the railroads that steps must be taken 
by railroad managements that have anything to do, directly or 
indirectly, with labor organizations of employes, to stop such 
practices. The coordinator took this action under provisions 
of the emergency railroad transportation act striking at “com- 
pany unions” and designed to strengthen the position of what 
is usually termed “organized labor.” 

Coordinator Eastman’s statement on railroad labor organi- 
zations follows: d 

“In my communication of September 7, 1933, to the car- 
riers subject to the emergency railroad transportation act, 1933, 
I called attention to the provisions of section 7(e), stating that 
these provisions make it unlawful for any railroad to: 


(1) Deny or in any way question the right of its employes to 
join the labor organization of their choice. 

(2) Interfere in any way with the organizations of its employes. 

(3) Use its funds in maintaining so-called company unions. 

(4) Influence of everce.its employes in an effort to induce them to 
join or remain members of such company unions. 

(5) Require any person seeking employment to sign a contract or 
agreement promising to join or not to join a labor organization. And 
if such a contract has been enforced, the railroad is required to notify 
its employes by an appropriate order that said contract has been dis- 
carded and is no longer binding on them in any way. 


“Section 7(e) accomplishes these results by making ap- 
plicable to all railroads certain paragraphs in the bankruptcy 
act which there apply only to railroads operated by a judge or 
trustee. It is argued by some railroads that the language used 
is ineffective for this purpose. For present purposes it is suf- 
ficient to say that the intent of section 7(e) is clear, and that 
I am convinced that the intent was accomplished. 


“In my communication of September 7 I stated that it is 
my duty to see to it, as far as possible, that all provisions of 
the emergency act are enforced, including the provisions of 
section 7(e). This duty is imposed by section 12. I further 
stated that I was sending to all of the railroads a question- 
naire designed to develop the facts with respect to compliance 
with section 7(e), and that as a further check I expected, 
through my staff, to investigate typical situations on the ground. 

“The answers to the questionnaire have been received and 
analyzed, and certain other investigations have been made. 
Most of the railroads comply with the letter and spirit of the 
law with respect to some classes of their employes, and some 
railroads so comply with respect to all classes. There are a 
considerable number, however, which do not comply with re- 
spect to certain classes of employes, these classes often differ- 
ing with the different railroads. Among the things which are 
being or have been done by various railroads, and which I 
believe now to be prohibited by section 7(e) are the following: 


(1) Carrier officers have participated in or supervised, directly 
or indirectly, the formation of, and carrier managements have re- 
tained a measure of control over, constitutions, by-laws and other 
governing rules of organizations of their empoyes, 
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(2) Carrier officers have supervised, or taken part in prescribing, 
the rules governing nominations and elections or other methods of 
7 toma of the representatives, committees and officers of such organiza- 

ons. 

(3) Carrier officers have participated and continue to participate 
ne Ba og election processes, at times taking charge of the count of 

allots. 

(4) Carriers contribute or have contributed financial support, both 
directly and indirectly, to company unions. 

(5) Carriers pay or have paid, directly or indirectly, the salaries, 
wages, or expenses of officers, agents, representatives and members 
of committees of company unions when exclusively engaged in the 
business of such company unions. 

(6) Supervisors, officers, and agents of carriers participate or assist 
or have participated or assisted in the collection of dues, fees and 
assessments of company unions. : es. 

(7) Carriers extend or have extended special privileges, such as 
group insurance, donations to relief funds and the like, the benefits 
of which are confined exclusively to members of company unions. 

(8) Officers, supervisors and agents of carriers, by written and 
oral statements, address or have addresesd employes with a view 
towards encouraging or advising them to join, or not to join, particu- 
lar labor organizations, and attempt or have attempted to dissuade 
employes from joining other labor organizations and otherwise from 
exercising free choice in the selection of labor organizations or rep- 
resentatives. 

(9) Carriers and their officers and supervisors assess or have 
assessed demerits, made reductions in pay, increased working hours, 
demoted, discharged and otherwise victimized employes for failure to 
pay company union dues, or to remain members of company unions, 
for failure to join company unions, or for legally soliciting member- 
ship in or joining labor organizations other than company _ unions. 

(10) Carrier officers solicit and maintain or have solicited and 
maintained lists of names of employes who are members of one labor 
organization or another, or who have or have not paid dues, these 
lists being used for the purpose of administering discipline, or 
otherwise influencing or coercing employes with respect to member- 
ship or nonmembership in labor organizations. ‘ 

(11) Carrier officers deny or have denied wage differentials or 
other legitimate benefits, privileges or opportunities incident to 
employment to certain employes, on account of membership or non- 
membership in a labor organization. : 

(12) Carriers which have in the past required employes to sign a 
contract or agreement promising to join or not to join a labor organi- 
zation have not notified the employes concerned by an appropriate 
order that such contracts have been discarded and are no longer 
binding on them in any way. 


Power to Compel Action 


“Under the provisions of section 12 of the emergency act, 
I can apply to a district attorney of the United States to institute 
in the proper court and to prosecute under the direction of the 
Attorney General of the United States all necessary proceedings 
for the enforcement of section 7(e). I can also, as I read the 
statute (particularly sections 4-8, inclusive), cover all or certain 
of the practices in question by a: prohibitory order, infractions 
of which will be subject to the penalties of section 12. Before 
taking any such action, however, I desire to bring the matter 
again to the attention of the carriers through the regional co- 
ordinating committees in the hope that voluntary action will be 
taken by all of the carriers, as it already has been taken by some, 
which will make resort to such legal procedure unnecessary. 


“I do this in the profound conviction that if the matter 
can be handled in this way it will be far better for all con- 
cerned, including the carriers, their employes, and the public 
generally. If the railroads fail to act voluntarily, I shall have 
no alternative under the law except to see to it to the best of 
my ability that its provisions are enforced, and this I shall do. 
But there is no good reason why this should be necessary. The 
law requires nothing which is not sound, sensible, and just. 
By complying voluntarily, the railroads will lose nothing; on 
the contrary, they will improve their present position and their 
labor relations. 


“In saying this, I take no stand for or against company 
unions as such. The words ‘company unions’ are not defined 
in the statute, but I interpret them to mean a labor organization 
whose membership and representatives are confined to the em- 
ployes of a single railroad company or system. Such organiza- 
tions are not outlawed by the statute, but the railroads are pro- 
hibited from using their funds to maintain them and from 
influencing or coercing their employes to join or remain members 
of them. No doubt ‘company unions’ alone were specified in 
these prohibitions, because it was not thought likely that the 
railroads would indulge in such practices with respect to other 
labor organizations. However, the principle is one which plainly 
should be applied to all labor organizations. 


“In connection with the prohibited use of carrier funds for 
the maintenance of company unions, some railroads have pointed 
out that in the contracts with certain of the national unions it is 
sometimes provided that local grievance conferences may be 
conducted on company time. This is quite a different thing from 
financial support which goes to the general maintenance of a 
labor organization or to the payment of salaries or expenses of 
its general officers. But it would be better to discontinue the 
practice of conducting grievance conferences on company time 
than to have it offered as a defence for a use of carriers funds 
which is opposed to sound principle. 

“Labor organizations are maintained for the benefit of the 


The Traffic World 





Vol. LII, No. % 


iy) 








It is they who should bear the necessary expense. 
The railroads have contracts with national labor organizations 
almost universally in train and engine service, and in some 
instances in other branches of the work. They bear no part of 


employes. 


the expense of maintaining such organizations. The funda. 
mental principle is that a representative of one contracting party 
can not be an effective representative if in the pay of or finap. 
cially supported by the other. That such a situation is repugnant 
to sound ethics is recognized by the common law. 

“All labor organizations are recognized by the emergency act 
provided they are ‘duly designated and authorized to represent 
employes in accordance with the requirements of the railway 
labor act.’ Those requirements are found in Section 2 of that 
act, as follows: 

‘‘Representatives, for the purpose of this act, shall be designated 
by the respective parties in such manner as may be provided in their 
corporate organization or unincorporated association, or by other 
means of collective action, without interference, influence, or coercion 


exercised by either party over the self-organization or designation of 
representatives by the other.”’ 


“Hands Off” 


“The history of the organization of many of the company 
unions, as disclosed in the carriers’ answers to my question- 
naire, points to the conclusion that they have not been duly 
designated and authorized to represent employes in accordance 
with the above requirements. Their organization appears to 
have been tainted in many instances with coercion or influence 
on the part of the carrier managements. They must be cleared 
of such taint if they are to meet the specifications of the 
emergency act. 

“The principle now embodied in the law, in short, is that 
railroad managements must keep their hands off, so far as 
labor organizations are concerned. That this principle is sound 
is not open to question, if we believe, as we must, that em- 
ployes are free American citizens and not a menial class sub- 
servient to the employing class. Whatever may have been the 
attitude of employes in the past, it is plain that today they 
are prepared to insist upon the right to bargain and deal 
collectively with their employers upon equal terms. The pro- 
visions of section 7(e) with respect to the railroads are par- 
alleled by the provisions of the national industrial recovery act 
with respect to other industries, and the latter provisions are 
recognized in the codes which have been and are being estab- 
lished. The same principles are implicit in the railway labor 
act and in the Norris-LaGuardia anti-injunction act. They are 
principles which have, as aforesaid, been accepted by most 
railroads with respect to certain classes of employes and by 
some railroads with respect to all classes and with good re- 
sults. 

“Nothing will make for more dissatisfaction among rail- 
road employes and affect their morale more adversely than 
attempts to undermine these sound principles, which are now 
a part of the law of the land. No practices retard the permanent 
improvement of labor relations and destroy the spirit of co- 
operation between men and managements more effectively than 
efforts to interfere with free choice of labor organizations and 
representatitves. No one factor leads more certainly in the 
long run to strikes and threats of strikes. Nor is anything 
more important to railroad rehabilitation and the future good 
of the industry than relations between employes and manage- 
ments which will promote a more constructive and a less de- 
fensive attitude on the part of the employes and their organi- 
zations. The employes form the largest part of the industry 
and they can only prosper as it prospers, but this basic fact 
is often forgotten when the sound principles which the law 
now recognizes are denied and can be maintained only through 
struggle and strife. 

Labor Practices 


“To the end, therefore, that railroad labor practices may 
be brought into entire harmony with the law and the basis be 
laid for peaceful and cooperative labor relations, I offer for 
your consideration the following suggestions for action on the 
part of the railroads: 


““(1) That all carrier officers, subordinate officials, supervisors, and 
agents be advised by appropriate notice that influence, or coercion 
by them of employes with respect to membership or non-membership 
in organizations of labor or choice of labor representatives, or any 
interference with such organizations, is illegal and will not be toler- 
ated; and that employes who exercise their right to join or not to 
join a labor organization, or who legally solicit membership in such 
an organization or who discontinue membership in or cease to pay 
dues to a labor organization must not in any way be cautioned, rep- 
rimanded, threatened, penalized or otherwise subjected to pressure 
or discipline because of such action or non-action. 

“(2) That all employes be advised by appropriate notice posted on 
bulletin boards and distributed generally that, in accordance with the 
provisions of section 2, paragraph third, of the railway labor act and 
paragraphs (0), (p), and (q) of section 77 of the bankruptcy act as 
amended March, 1933, which paragraphs were by section 7(e) of the 
emergency railroad act, 1933, made applicable to all carriers by rail- 
road, they are free to join or not to join any labor organization and 
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will in no way be penalized or prejudiced by the management because 
of their choice.”’ ; . : ; 

(3) That those railroads which have at any time in the past re- 
quired any employe as a condition of employment to sign a contract 
or agreement to join or not to join a labor organization, notify their 
employes by an appropriate order that such contracts or agreements 
have been discarded and are no longer binding in any way. : 

(4) That all railroads cease in any way to contribute financially 
to the support of any labor organizations or pay the salaries, wages 
or expenses of any labor or employe representative while engaged on 
pehalf of employes in carrying out the purposes of the railway labor 
act, except in the case of members of local shop committees who 
work regularly at their trade and who, by virtue of a written rule 
included in a labor contract protected by the proviso of Section 10(a) 
of the emergency act, are not to suffer loss of time when they meet 
with the local shop supervisors or officials on company time for the 
purpose of handling a local grievance matter. 

(5) That those railroads which retain any control over the con- 
stitution and by-laws of any labor organization, or whose officers, sub- 
ordinate officials, supervisors or agents participate in the process of 
selecting representatives of employes in connection with labor agree- 
ments or disputes, withdraw from all such participation or control. 

(6) That those railroads which now extend special privilegés ex- 
clusively to the members of any labor organization, such as group 
insurance or contributions to relief funds, either make such privileges 
available to all employes concerned or cease extending them only to 
the members of such labor organization. X 

(7) That those railroads which now audit the accounts and books 
of labor organizations or act as agents for labor organizations for the 
purpose of collecting or assisting in the collection of their dues and 
fees, discontinue providing these services to such labor organizations, 


“In submitting this matter for your consideration, I do so 
in the hope and belief that compliance with the law can be 
assured by voluntary action of the railroads, and I am confident 
that only good results will flow from such voluntary action. 
In instances where, because of past managerial labor practices 
now in contravention of the law, it is not clear that employes 
have had entire liberty of choice in the matter of labor repre- 
sentation and organization, such employes should now be given 
opportunity to exercise such choice. In the interest of peaceful 
and harmonious adjustment of any issue which may arise as a 
result of such expression of desire, it is my earnest recom- 
mendation that both the railroad or railroads involved and the 
contesting organization or organizations of employes invoke 
the good offices of the United States Board of Mediation to 
conduct an election under impartial auspices to decide the issue 
of labor representation. 

“In conclusion, I ask your cooperation in dealing with the 
matter at an early date. It does not brook of further delay. 
Please advise me before the end of this month of the progress 
made so that further action on my part may be governed ac- 
cordingly. I shall be glad to consult with you in regard to the 
matter, if you so desire.” 


DUNCAN ON REGULATION 


Difficulties arising from the intermingling of public and 
private enterprise in the field of transportation were pointed 
out by Dr. C. S. Duncan, economist of the Association of Rail- 
way Executives, in an address December 12 before the Trans- 
portation Club of Louisville, Ky., in which he explained what 
the railroads had in mind when they asked for “equality of 
opportunity” and said that regulation of rates and service and 
regulation of the supply of transportation facilities to be made 
available should be concentrated in one regulatory body. 

“It seems to me,” said he, “that we have never had and 
do not how have any -clear or settled policy with respect to 
the government’s relationship to transportation facilities. We 
find, as the situation now stands, that— 


(a) Two, and only two, of the five important competing forms of 
transportation are private enterprise practically throughout: namely, 
railroads and pipe lines; 

(b) With respect to the other three forms of transportation— 
waterways, highways and airways—there is today a mingling of gov- 
ernment ownership and operation with private ownership and opera- 
tion; 

(c) The tendency in respect to this intermingling of public and 
private ownership and operation is for the government to furnish 
the “road” and for private enterprise to furnish and operate the 
equipment used thereon; 

(d) The entrance of government, further than furnishing the 
“road” has never been a settled policy but a temporary expedient 
for a specified purpose, with an expressed ultimate intention of gov- 
ernment withdrawal. In this connection, I refer particularly to the 
government barge line, operating over the government waterways 
and in competition with private enterprise. 


“Not only have we had no settled or clear policy with re- 
spect to the relationship of government to transportation facil- 
ities,” said Dr. Duncan, “but we have never been consistent as 
to the government attitude toward the different transportation 
agencies. There is, for example, a toll for the use of the 
Panama Canal, but none for other canals or for improved water- 
ways. Highways, constructed and maintained out of general 
and property tax funds, fees and excise taxes on motor Ve- 
hicles, are open freely, but the government itself charges tolls 
for certain bridges and tunnels and private toll bridges are per- 
mitted. Mail subsidies even differ with different air mail lines. 
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“Within a few weeks now the people of the country will be 
faced with proposals for a reorganization of the attitude of 
government toward our transportation facilities. It is generally 
conceded, I believe, that the present relationship is not equitable 
and cannot be permitted to continue.” 

In this connection, continued Dr. Duncan, the railroads had 
proposed a program, the basis of which was equal opportunity 
in the field of transportation for all agencies. In general, he 
said, this equality of opportunity meant equality before the law, 
that is, the terms and conditions set by legislative act under 
which operations were to be carried on. It was, in a word, 
regulation, said he. It also meant, he continued, economic 
equality, that was to say, each agency should meet every legiti- 
mate cost and responsibility involved in its operation. 

“Perhaps the term goes beyond even these two phases to 
include the responsibility of each agency for its acts in the 
field of safety, and, even beyond this, it may include the idea 
that the government shall have the power to determine the 
amount or supply of transportation facilities by each and every 
agency,” said he. 

In discussing how the desired goal might be reached Dr. 
Duncan said there should be some relief from present regulation 
of rail carriers and there should be the extension of regula- 
tion to cover competing agencies. 

“It is obviously the lack of some coordinated plan of adjust- 
ment on the part of the federal and state governments that has 
led to our present burdensome oversupply of transportation 
facilities,” said he. “I seems to me that the first step in plan- 
ning an orderly development of such facilities is unified control. 
I am of the opinion that regulation of rates and service and the 
regulation of the supply of transportation facilities to be made 
available should be concentrated in one regulatory body.” 

Dr. Duncan took the position that airways, waterways and 
highways were subsidized by the government. He asserted that 
the large commercial motor vehicles represented by the busses 
and the trucks were not paying the additional cost incurred by 
the public in the construction of wider and more expensive 
highways or their use. 

“But I am told,” continued he, “by my cynical friends that 
I am wasting my breath in talking general principles and ab- 
stract justice. They say that the shippers, and particularly the 
industrial traffic managers, are interested solely in the imme- 
diate transportation charge; they are not interested in abstract 
principles of justice and equity. But I refuse yet to believe 
my cynical friends. I still have faith in the judgment, the 
good sense and the fairness of these traffic managers and of 
these shippers. 

“My cynical friends tell me that the shippers and the traffic 
managers are gleeful now because they are able, by playing one 
agency off against another, to secure such rates that the trans- 
portation agencies pay in part the transportation cost out of 
their capital. I still refuse to believe that the shippers of this 
country are so shortsighted as to pursue such a policy as will 
destroy the transportation agencies in the country and thereby 
destroy their own business.” 

The equality of opportunity which the railroads sought, 
said he, was equality with respect to regulation and economic 
equality. 

“Rates and service should be correspondingly and appro- 
priately regulated; subsidies should be abolished; every agency 
engaged in transportation and competing for the available traffic 
should be self-sustaining,” said he. 


IMPROVEMENT OF TRANSPORTATION 


Several billions of dollars could be expended in a two-year 
program of improvement of transportation facilities, according 
to a study made by employes in the division of economic re- 
search and planning of the National Recovery Administration. 
The NRA has not made public the results of the study which 
was undertaken to ascertain the extent of a general building con- 
struction program that it might be desirable to put under way 
with the aid of federal funds. 


Possible expenditures for a two-year program for trans- 
portation were summarized as follows: Grade crossings and 
highway corrections, $2,400,000,000; super-highways, $1,000,000,- 
000; railway improvements—roadbed and other works, exclusive 
of rolling stock, $1,500,000,000; and terminals, piers and dock- 
ing facilities, $500,000,000, a total of $5,400,000,000. 

“The most feasible source of immediate construction in the 
field of transportation,” it is stated in the report, “lies in grade 
crossing elimination.” 

As to improvement of highways, the position is taken in 
the report that widening of existing highways and construc- 
tion of express highways in the areas of heavy traffic density 
offer points of attack in preference to a general highway im- 
provement plan under which roads would be improved where 
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they were not needed. In discussing the highway situation, 
the authors of the survey say: 


After an examination of the traffic surveys of several states, it 
appears that widening of existing highways around and through large 
cities, similar to New York-Philadelphia program, so as to make 
access to major cities by motor easy and quick, would be economically 
and socially justifiable. Such a program could use a billion and a half 
dollars to advantage, at a rate of about 100 million per month. 

Trucking on general freight is only 38 miles, trucking on general 
express 66 miles, while the average truck load of household goods 
goes 117 miles. This is an indication of the possible use of express 
highway systems based on the present traffic. 

Undoubtedly express highways between the large metropolitan 
centers east of Chicago and north of the Ohio River would be pro- 
ductive of considerable regenerative construction in that it would 
change commercial possibilities as well as industrial possibilities. .. . 

In improving the transportation system by means of express high- 
ways, it is necessary to consider the rehabilitation of the railroads 
themselves. Certainly with the increased tempo brought about by 
such a highway system, competitive conditions as regards railroads 
would necessitate an increase in their standards. This in turn re- 
opens the problem of grade crossing elimination, an important factor 
in the speed of trains. 

There have been numerous experiments both in this country and 
Europe in tne use of light rolling stock traveling at approximately 
90 miles per hour. If the passenger speed norm in the United States 
were increased to this point, it would necessitate considerable reduc- 
ing of grades and straightening of curves at a possible cost of 2 
billion dollars. 

The financial condition of the railroads with their present capital 
set-up is such that even ordinary roadbed expenditures made neces- 
sary by present traffic have been delayed due to lack of funds. 

It would require some reorganization of the railroads and this 
must include the consideration of increasing the speed of both pas- 
sengen and freight service. It may be that such express highways as 
mentioned above would force such a reorganization on a purely com- 
petitive basis. 


Public Works Administrator Ickes said the report had been 
referred to his department. It was indicated in official circles 
that the study was to be considered as one pointing out possi- 
bilities with respect to construction work that might be under- 
taken with the aid of federal financing and not as reflecting 
a decision to carry such a plan into effect. 


POWER UNDER COMMERCE CLAUSE 


Decisions of federal courts in the District of Columbia and 
in Florida, in cases arising under codes formulated under the 
national industrial recovery act, have brought expressions on 
the scope of the power of the federal government under the 
commerce clause of the Constitution by John E. Benton, general 
solicitor of the National Association of Railroad and Utilities 
Commissioners and Donald R. Richberg, general counsel of the 
N.R.A. 

In the District of Columbia case, Victor et al. vs. Ickes, the 
constitutionality of the recovery law was sustained as applied 
to gasoline filling stations which were violating the petroleum 
code in giving premiums to customers. In the Florida case, 
Purvis vs. Bazemore, the judge said that, as the government 
desired the recovery law to be construed in reference to a 
cleaner and dyer who did not charge prices prescribed by the 
code for pressing clothes, would be unconstitutional. With re- 
gard to the Florida case, Mr. Richberg said the opinion of the 
judge was not necessary to his decision and that “this dictum 
carries with it no judicial authority.” In addition he said: 


It is evident that neither the facts nor the law were adequately 
presented to the court in this preliminary hearing in a litigation be- 
tween two private parties. The court evidently had no information of 
the extent to which there is interstate commerce in cleaning and 
dyeing and the extent to which the local operation of cleaning and 
dyeing establishments may affect interstate commerce. Further- 
more, the court had before it quite evidently only a few of the facts 
underlying the passage of the recovery act, or the facts concerning 
the administration of the act. * * * The power of the federal govern- 
ment to regulate local business for the protection of interstate com- 
merce has been sustained repeatedly by the Supreme Court of the 
United States, which is the supreme authority on this subject and 
an authority which every other federal court must follow. 





In answer to those comments by Mr. Richberg, Mr. Benton 
said: 


Mr. Richberg is a very able lawyer, entirely familiar with the 
wonderfully elastic qualities of the commerce clause, and will place 
his reliance mainly on that to support code regulation of local enter- 
prises. The question is whether it may be stretched to cover all the 
commerce of the country, through the mere device of declaring that 
control of all is necessary to the effective regulation of that which is 
interstate. I take it that Mr. Richberg will contend that any business 
is subject to N.R.A. if facts can be shown on which it can be held 
that the conclusion that federal control is necessary in the interest of 
interstate commerce is a justified conclusion, and not arbitrary and 
capricious, 


As part of the answer to the question posed by him, “How 
far does the federal power reach under the commerce clause,” 
Mr. Benton said the two cases were not in conflict, although 
they were being referred to in the press as antagonistic. (See 
Traffic World, December 9, p. 1025.) Mr. Benton said, in answer 
to his question that he would be a rash man who would attempt 
to tell how far the power extended, adding, “that it reaches very 
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far is certain,” but “that its reach is not unlimited, however,” 
The two cases mentioned, he said, illustrated the truth of the 
two statements made by him. 

The Detroit filling station operators unsuccessfully invoke 
the injunctive power against the application of the petroleum 
code to them. Discussing the recovery act sustained in the 
Victor case, Mr. Benton said: 


That act is a three barreled gun, section 1 advancing as the 
basis for its enactment (1) that there is a national emergency, (2) 
that the policy of the government is to remove burdens and ob- 
structions to interstate and foreign commerce arising from the dis- 
organization of industry, and (3) the general welfare. It was the 
commerce clause barrel which in the Victor case was found to hold 
the charge which brought down the game. The opinion reviewed the 
leading cases, beginning with the Shreveport case, in which intrastate 
activities have been held subject to federal control because such con- 
trol had been found necessary to enable effective regulation of inter- 
state commerce, and based the denial of the injunction on the princi- 
ple of those cases. Tiere was evidence that the giving of premiums 
with retail sales in the past in Detroit had operated to promote gas 
wars and price cutting, had caused failure of retail distributors and 
the diversion of purchases of distributors to cheap foreign markets, 
causing serious diminution of the movement of gasoline in interstate 
commerce. Upon this and other evidence the court found as follows: 
“That the practice of giving premiums with the sale of gasoline in 
intrastate commerce in Detroit has imposed a direct burden upon 
interstate commerce and the necessary effect of such a practice is to 
substantially and unduly obstruct the interstate commerce between 
Michigan and other states in gasoline and substantially to reduce the 
amount of such interstate commerce.” 


N. Y. SHIPPERS’ CONFERENCE 


The Trafic World New York Bureau 


With one outstanding exception, the recommendations of 
the special committee appointed by the Shippers’ Conference of 
Greater New York to formulate a reply to Coordinator East- 
man’s questionnaire concerning transportation legislation were 
adopted by the conference at its monthly meeting in New York 
December 13. The report was submitted by the committee 
chairman, J. P. Magill, general manager of the New York Mari- 
time Exchange. 

The exception was the question under Section D of the 
coordinator’s questionnaire, “Should the federal government reg- 
ulate domestic water lines?” The committee recommended an 
answer of “no” to this query, but, following a heated discussion, 
it was voted to change the answer to read the same as that 
given to Question 1, Section A, “Should rail, motor and water 
transportation enjoy equal opportunities of competition in so 
far as federal regulation is concerned?” The answer of the 
conference to both this and the question under Section D, as 
approved, was as follows: 


P We believe that each branch of transportation should stand on 
its own feet in that no one of them should be hampered by regula- 
tions designed to divert or redivert traffic from one to the other. 
Each should be regulated to the extent necessary to prevent un- 
profitable or so-called “cut throat’? competition within their own 
branch of transportation and no more. We believe that regulation 
of this character would result in “equal opportunities of competition.” 


Under Section A, Question 2, the conference adopted the 
committee’s recommendation that equality of opportunity should 
not be brought about by applying the present degree of federal 
regulation to motor and water transportation by leaving all 
agencies, including the railroads, largely free of such regula- 
tion, but approved the suggestion that it be brought about by 
somewhat relaxing present federal rail fegislation and applying 
to motor and water transportation a comparable degree of fed- 
eral regulation. 

To Question 3, concerning modification of the interstate 
commerce act to permit railroads to make changes in rates, 
fares and charges on not less than five days’ notice, the confer- 
ence answered in the affirmative. Negative answers were given 
to Questions 4, 5 and 6, concerning modification of Section 15, 
paragraph 7, of the act to exclude the Commission’s power of 
suspension whenever rate changes are filed to meet competi- 
tion of unregulated carriers; modification of Section 15, para- 
graph 1, to remove the Commission’s power over minimum rail 
rates in relation to the competition of unregulated rail carriers, 
and modification of Section 3, to permit establishment of special 
competitive commodity rates to meet unregulated competition. 

Under Question 7, the conference recommended modifica- 
tion of Section 4 of the act toward greater flexibility. 

It replied in the negative to Question 8, which asks if the 

Panama Canal act should be repealed. 
; It answered “no” to Question 9 as to whether rail carrier 
interests should be permitted to acquire or lease any of the 
facilities of the Inland Waterways Corporation if continued in 
common carrier service. 

It did not recommend amending Section 16, paragraph 3. 
sub-sections (A), (a), (c) and (d) of the act to reduce time 
limits for filing of overcharge claims, filing of suits for repara- 
tion, and filing of carriers’ suits for recovery of their charges, 
and refused to recommend elimination of the part of Section 16, 
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paragraph 2 of the act, providing for the award of attorneys’ 
fees to the shipper. 

It refused, however, to uphold the committee’s recommenda- 
tion that section 8 of the act be amended to limit the recovery 
of reparation to complainants proving actual pecuuniary loss and 
the reply to this question was changed to no. 

Under section B of the questionnaire, headed “Coordination,” 
the conference replied: 

We believe in the coordination of all agencies of transportation. 


Performance through coordination should be effected by voluntary 
cooperative effort of rail and independent motor, water and air oper- 


ators. 

Under section C, regulation of Interstate motor carriers, the 
conference submitted the following answer to Question 1: 

We believe that interstate buses and trucks should be regulated 
to the extent shown in reply to Question 1, A, but by the federal 
government only as needed to supplement and to coordinate state 
regulations. It may eventually prove desirable, even necessary, to 
supersede state regulations by federal regulation, if many states 
seem inclined to hamper highway transportation with a multitude of 
rules, especially if they interfere with interstate movements. Since 
the states seem inclined to confer with each other on important rules, 
they should be given reasonable time to work out solutions to exist- 
ing difficulties before imposing federal regulations. 

The conference stated its belief that, in the event of federal 
legislation, it should apply to all carriers for hire. 

Regarding regulation of the sizes and gross weights of motor 
vehicles and combinations thereof, the conference said: 

We favor regulation by states. We favor the rules recommended 
by the American Association of Highway Officials in convention at 
Washington, November 17, 1932, except that a semi-trailer, if consid- 
ered one vehicle, should be permitted a maximum length of 45 feet. 

To the question as to providing for compulsory public liability 
and property damage insurance or bond in any such federal leg- 
islation, the conference replied: 


We believe’ reasonable protection of public interests should be 
mandatory. 


The conference deemed it inadvisable to answer the query 
as to what legal authority exists under which the federal gov- 
ernment could enact such regulatory legislation. 

It replied in the affirmative to the question as to whether 
those who use public highways for commercial purposes should 
bear the cost of any added thickness and width of highways 
thereby required, but added: “But this answer should not be 
taken as indicating a belief that present taxes and fees paid by 
trucks do not already fully pay their share of cost of a properly 
constructed highway.” 

Under section D, regulation of domestic water lines, follow- 
ing disapproval by the conference of the committee’s answer of 
‘no” to the question as to whether the federal government should 
regulate these lines, the conference expressed its opinion that 
such regulation should embrace all carriers for hire, that it 
should be administered by a properly constituted body, inde- 
pendent of the Commission, and that no tolls should be charged for 
the use of inland waterways made navigable and/or maintained 
at public expense. It did not answer the question as to legal 
authority for such legislation. 

Negative replies were given to both questions under Section 
E, relations of industry to transportation, as to modification of 
the present commodities clause to forbid by specific enactment 
ownership of railroads by industries and as to whether either the 
present or broader commodities clause above suggested be made 
applicable to the water carriers. 

It was suggested in the discussion of the committee’s report 
that some of the answers were too brief to be of value to the 
coordinator. Dabney T. Waring, traffic expert, pointed out that 
the coordinator was seeking basic facts and too much detail] at 
this time was not required, adding that there would be ample 
opportunity later to amplify on the replies. 

In addition to Mr. Magill, A. C. Welsh, second vice chairman 
of the conference, and H. L. Fairfield, chairman of the conference 
committee on motor legislation, signed the report. 

Mr. Waring, reporting on I. C. C. Docket No. 25727 regarding 
the controversy between the Seatrain Lines, Inc., and the rail- 
roads, read a report which he will present at a hearing before 
the Commission in Washington, which opens December 18. The 
conference adopted the report, which places it on record as up- 
holding the Seatrain Lines because of the principle involved. 

Progress reports of routine nature were submitted on the 
shipping code of fair competition, credit accommodations to 
shippers by the intercoastal steamship lines, loading charges and 
practices at New York piers, and other matters. 


STORE DOOR DELIVERY 
Store door delivery service became operative December 15 
on the Chesapeake and Ohio, Erie, Pere Marquette, Nickel Plate, 
and Monon, and subsidiary and affiliated lines, on one day’s no- 
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tice, in accordance with permission granted to them by wire 
November 28. At that time it was supposed their tariffs would 
be in hand in time to establsih the service on the day it went 
into operation on the Pennsylvania. The service is provided for 
in an agency tariff filed by A. P. Hecker, his I. C. C. Number 196. 


HIGHWAY USERS REPLY TO PELLEY 


Roy F. Britton, director of the National Highway Users’ 
Conference, has written a letter to J. J. Pelley, president of the 
New York, New Haven & Hartford Railroad, at the direction 
of the conference’s advisory committee, advising him that it 
“igs apparent from one of your recent speeches that you are 
still misinformed as to some of the facts concerning highway trans- 
portation and therefore we wish to take this occasion to call your 
attention to a number of inaccuracies contained in your presen- 
tation to the Interstate Bus and Truck Conference at Harris- 
burg, Pa.; October 21, 1933.” (See Traffic World, October 28, 
p. 760.) Attached to the letter was an “exhibit” setting forth 
statements made by Mr. Pelley to which exceptions were taken 
by the users’ conference and replies thereto. The statements 
criticized by the conference had to do with size and weight of 
motor vehicles, burden on taxpayers for highways, highway 
expenditures and taxation for highway purposes. 

Mr. Pelley was quoted as having stated that “All of the 
federal aid for highways is obtained from taxes,” and the con- 
ference replied to that as follows: 


‘ 

Mr. Pelley’s statement is a half-truth. Of course, he makes no 
mention of the source of federal taxes. During the period from 1918 
to April 30, 1933, the federal government collected from motor vehicle 
owners in the form of excise taxes and gasoline taxes $1,258,442,652, 
and during the same period the federal government spent in aid to 
highway construction $1,190,160,054. 

If the railroad point of view is that these special motor vehicle 
taxes, like income taxes, internal revenue and other federal levies, 
are for general governmental purposes. then it is obvious that millions 
of dollars of the motorists’ money has been loaned to the railroads by 
the Reconstruction Finance Corporation. Furthermore, it is significant 
that the railroads do not pay special excise taxes on most of their 
equipment and fuel as do the motorists. It is plain that the federal 
government has been reimbursed by special motor vehicle taxes for 
all of the money expended on highways. 


Much of the matter set forth by the users’ conference had to 
do with statements relating to the size and weight restrictions 
recommended by the American Association of State Highway Of- 
ficials, which Mr. Pelley attacked. The conference asserted that the 
facts were not in accord with Mr. Pelley’s statement that the 
recommendations would increase the length of motor vehicles 
in many of the states. 

As to a statement made by Mr. Pelley to the effect that 
it had been shown that the trucks and busses which were larger 
than passenger automobiles contributed only 12 per cent of 
the total motor vehicle fees and gasoline taxes, yet the addi- 
tional expenditures to build wider and heavier highways for 
their accommodation represented from 30 to 50 per cent of the 
total highway expenditures, the conference said the truth was 
that trucks and busses, while constituting less than 14 per 
cent of the total motor vehicle registrations for 1932, neverthe- 
less paid approximately 27 per cent of the total motor vehicle 
fees and taxes for 1932, and that Thomas H. MacDonald, chief 
of the Bureau of Public Roads, had testified in No. 23400 before 
the Commission that in his judgment the heavier trucks and 
busses, by the higher taxes they were paying and particularly 
through the collection of gasoline taxes, “are fully meeting all 
excess cost of construction, due to the increased thickness that 
is made necessary by the heavier loads.” 


TRUCKS AND RAILROADS 


“The railroads are the most notorious chiselers in the field 
of transportation today,” said Ted V. Rodgers, president of 
American Trucking Associations, Inc., in an address December 
12 before The Traffic Club of Detroit, Mich. 

Speaking on the subject, “The New Competition in Trans- 
portation,” Mr. Rodgers said that for several years the country 
had been deluged with a flood of propaganda against the truck 
and that the cry of “unfair competition” had been hurled from 
every railroad platform. 

“This pastime of truck-baiting is partially a product of the 
depression,” continued he, charging that the railroads, hit by the 
depression, “seized upon the motor truck as a reason for all 
their troubles.” What the railroads had wanted in the last 
few years was to “get” the truck, said he, and added: 





This ‘‘getting’’ process is worthy of some analysis. At first it was 
confined to heaping invective in the hope of molding public sentiment. 
That was hardly worth the money expended, for the trucks went 
rolling on. Then it turned to framing restrictive bills for the various 
legislatures. Hundreds of these bills were enacted, obstacles were 
placed in the way of highway transport progress; but, yet, the trucks 
went rolling on. Now, the railroads are resorting to that form of 
business solicitation which has been referred to by General Johnson 
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and which is commonly Known as ‘“‘chiseling.’’ The railroads are the 
most notorious chiselers in the field of transportation today. They 
have accused trucks of ‘‘unfair competition’’; they have called truck 
operators ‘‘rate-cutters.’’ Yet, the railroads themselves have launched 
a program of wholesale undercutting which threatens to shatter all 
existing rate structures. A year ago, they instituted reduced rates 
“to meet truck competition’; now they are instituting rates, which, 
if allowed to continue, will destroy truck competition. It is doubtful 
whether trucks will be able t¥ go rolling on under the pressure of 
such unfair competition. 


Citing instances of rate reductions made effective by rail- 
roads, Mr. Rodgers said there would be no public objection 
“to these cheap rail rates if the railroads could demonstrate to 
the Interstate Commerce Commission that these rates are 
compensatory,” but that the railroads by their own admission 
anticipated that much of the “undercutting” would result to 
losses to them. He attacked the door-to-door service instituted 
by the Pennsylvania. 


“The so-called fly-by-night truck operator is only a petty 
chiseler compared to the railroads,” said he. “The substantial 
operators in the trucking business can cope with the irrespon- 
sible element in their midst, but this new competition presented 
by the rate-cutting railroads, particularly with government sanc- 
tion, offers an obstacle which truck transport finds difficult to 
hurdle.” - 

Back of the railroad policy toward the truck, as seen by 
him, said Mr. Rodgers, was the desire to reestablish a trans- 
portation monopoly. 

“The fell purpose of the railroads in all this agitation, make 
no mistake about it, is to regain control of transportation in 
all its modern phases, to reestablish the transportation monop- 
oly,” said he. 

Trial of Code Regulation 


Answering Coordinator Eastman’s question as to whether 
rail, motor and water transportation should enjoy equal oppor- 
tunities of competition in so far as federal regulation was con- 
cerned, Mr. Rodgers said: 


My answer is that they should; but that by no means involves 
subjecting them all to the same regulation, or even similar regula- 
tion. Any regulation projected from the idea of maintaining the pri- 
macy of the railroads will destroy, not promote, ‘equal opportunities 
of competition.’”’ In the broad sense, these different modes of trans- 
portation are not competitors. The railroad cannot compete for cheap- 
ness with water transportation, nor for convenience, personalized 
service and flexibility with the highways. To make these other forms 
of transportation conform to the immutable practices of the railroads 
would destroy their usefulness. The only reason fog the railroads 
urging such a thing is that they have a great deal of money invested 
in their plant and that investment would suffer if the railroads had 
to meet real competition. 

To accept one particular transportation facility as standard and 
attempt to adjust the rates and practices of others to a program 
which contemplates the perpetuation of that standard seems to me to 
raise an unjustifiable bar to progress. Transportation is a most im- 
portant facility of all business. The business is more important than 
the particular facility. Yet there has been an obvious effort by the 
railroad propagandists to make the country believe that the particular 
facility the railroads offer somehow has a divine right to be fostered, 
protected and maintained as the standard by which all others must 
be measured and to which they must be adjusted. 

The other day representatives of the American Trucking Asso- 
ciations sat in a meeting of the National Transportation Conference 
in New York, a conference formulated to study transportation in all 
its phases and make impartial recommendations. Much of the dis- 
cussions of the Conference has been devoted to highway transporta- 
tion. When a resolution was introduced recommending that federal 
regulation be extended to common and contract highway carriers, we 
suggested an amendment asking that due consideration as to time and 
method be given to experience which may result from the proposed 
code for the trucking industry. The amendment was promptly voted 
down and the resolution passed as originally presented. The thought 
was expressed by a delegate, which, in view of the action of the Con- 
ference was expressive of the thought of a majority of the delegates, 
to the effect that the trucking code meant nothing to him. Such 
aloofness from things designed to benefit the country unfortunately 
has been characteristic of the rails in much of their dealings. 

The railroads are not under the national recovery act; the truck- 
ing industry is. The emergency railroad act of 1933 requires reduc- 
tions in operating costs; the N. R. A. requires that they be in- 
creased. The code of fair competition for the trucking industry is de- 
signed to effectively regulate the trucking industry, to increase em- 
ployment and purchasing power of trucking employes and effectuate 
the recovery program of President Roosevelt. The code for our in- 
dustry will result in supervised self-government. To impose railroad 
regulation on highway transportation at a time when the industry 
voluntarily is subjecting itself to a code manifestly is unfair. To do 
so, in effect, would be to impose double regulation. The code offers 
a comprehensive laboratory test which should demonstrate clearly 
some of the unknown factors and prepare the way for worthwhile 
regulation. Under this self-government, we contemplate the estab- 
lishment of control of hauling for-hire through such devices as regis- 
tration of all owners, requirement of detailed information about the 
nature and extent of their business and filing of rates and making 
of rate agreements by the classified groups or natural divisions of the 
industry. As compared to the emergency tariffs, being filed by the 
railroads on a day’s notice, truck rates will be considerably more 
stable. Revision downward of truck rates under the code will ne- 
age ome approval of the appropriate code authority after due cause 
is shown. 

If the trucking industry is to live under a code, increase its over- 
head by decreased hours of labor, higher wages and added employes, 
the ‘‘new competition’’ offered by the railroads takes on a more 
threatening significance. 

It would seem there is room for coordination of the activities of 
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the federal agencies as well as coordination in transportation. If one 
arm of the government is going to undo the work of another, the, 
the recovery program is resolved into a hopeless sham. 

We are asking for a fair opportunity to demonstrate that we cay 
govern ourselves under the code. We want to be free from regulation 
patterned by the rails. We want regulation which will not, in effect, 
be strangulation. We want to be able to develop highway transpor. 
tation to a point of highest usefulness to the shipping public. 

If one would study the history of transportation in this country, 
from the time the railroads suppressed the steamboats and canals, hy. 
would be convinced that the present attack on highway transporta. 
ion bodes no good for the shippers or the consuming public. The 
railroads have a record of attempting to suppress their competitors 
as far as possible. That is their object now with respect to the high. 
ways. They want to recreate their old monopoly; put their own ships 
on the seas, their own motor vehicles on the highways, their own 
planes in the airways and take away, if possible, the pipe lines from 
the oil companies. 

Their only hope of maintaining their bloated capital structure js 
to get control of all these modes of transportation, to articulate them 
with the rail system and then make rates for the whole, as they 
will, to earn returns on the entire top-heavy investment. 

Twice within recent years, the railroads have been shown utterly 
inadequate to cope with economic stress; first, when the government 
had to take them over in wartime; and second, when in the present 
depression the government had to lend money to them by hundreds 
of millions. The country does not want a transportation monopoly 
built around so fragile and inadequate an establishment. 

But such a monopoly may not be avoided, if the railroads are 
allowed to continue their present methods of chiseling. Unquestion- 
ably, such practice—conducted largely with taxpayers’ money- inevita- 
bly will lead to a restoration of their old monopoly, once again leay- 
ing the public to the mercy of the rails. 


IMPROVEMENT OF HIGHWAYS 


Mileage of federal-aid roads constructed in the fiscal year 
ended June 30, 1933, was less than in the preceding year, but 
greater than in any other year, according to the annual report 
of the Bureau of Public Roads submitted to the Secretary of 
Agriculture by Thomas H. MacDonald, chief of the bureau. 
Projects completed totaled 13,255 miles. of which 8,503 miles 
were new construction. 

Employment on road projects in the fiscal year, due to an 
emergency appropriation of $120,000,000, was more than double 
the 1932 fiscal year total. Mr. MacDonald pointed out that for 
the fiscal year 1934, in place of the usual authorization of fed- 
eral-aid road funds, Congress provided $400,000,000 for highways 
in the national industrial recovery act, as a means of furnish- 
ing employment. For the first time in 17 years, he said, the 
fiscal year ended without definite provision for the contin- 
uance of the program of federal-aid road construction, the ref- 
erence being to the policy heretofore followed of Congress au- 
thorizing appropriations ahead of time for federal-aid highways. 
In a summary of the report, the bureau said: 


Mileage of highways completed with federal-aid funds to June 
3U, 1933, was 107,869 of the total of 206,277 miles in the designated 
federal-aid highway system. Nearly all of the remaining mileage 
had been improved to some extent by the states. 

Forest highways—the more important highways through the na- 
tional forests—are built by the Bureau of Public Roads. Of this 
class of roads, Mr. MacDonald reports a completion of 350 miles 
during the last fiscal year and a total of 5,593 to date. 

Road construction in the national parks, by agreement with the 
National Park Service, is supervised by the Bureau of Public Roads, 
and 174 miles were built in 1933, making a total of 674 miles thus 
tar improved. 

All field operations in connection with the reconnaissance survey 
of the proposed inter-American highway from Panama to the United 
States were completed before the end of the year and the report to 
Congress is in preparation. 

Transportation, economic and statistical investigations were coli- 
ducted in many states. A traffic survey in Michigan revealed that 
50 per cent of all Michigan traffic ig carried on the streets of cities, 
17 per cent on township and county roads, and 33 per cent on the 
state highway system. Other traffic surveys were conducted in 
Indiana, New Jersey and in the regional area around Washington, 
D. C. Additional studies were made of traffic capacity and intersec- 
tions, highway signs, uniformity in motor vehicle regulations, and 
taxation in Wisconsin, Michigan and Illinois. 

Careful studies of roaq@ construction as an employment measure 
were made to determine the amount of labor entering into each ol! 
the various road building and maintenance operations, and the varia- 
tion of the labor element with the use of machinery. 1t was found 
that about 90 per cent of the taxpayers’ road dollar was eventually 
paid to workers as wages and salaries and, in addition, many wide- 
spread industries received a financial stimulus. Other studies were 
made of rolled concrete pavements, concrete from central mixing 
plants, low-cost roadbuilding methods, grading operations, and high- 
Way accounting methods. 

Physical research investigations cover a wide range and include 
studies of motor vehicle impact, concrete pavement design, concrete 
and concrete aggregates with regard to vibration, delayed finishing 
ang other tests, highway bridge investigations, measurement of the 
roughness of road surfaces, bituminous materials and low-cost roads, 
and subgrades. 





CHANGES IN DOCKET 


Hearing in |. & §S. 3919, Alcoholic liquors westbound to Pacific 
Coast, assigned for December 12, at Washington, D. C., before Ex- 
aminer Williams, was canceled. . 

Argument in No. 25930, General Motors Corporation (Buick and 
Chevrolet Divs.) vs. Pa. R. R. et al., assigned for December 16, at 
Washington, D. C., was postponed to a date to be hereafter fixed. 

Argument in No. 25695, Carolina Shippers’ Assn., Inc., et al. vs. 
A.C. L. R. R. et al., assigned for December 14, at Washington, D. ©.. 
was canceled. 
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SHIP SUBSIDY INQUIRY . 


The Traffic World Washington Bureau 


PERATIONS of the American West African Line, Inc., and 

affiliated companies were inquired into by Chairman Black, 
of the special Senate committee on mail contracts, following 
completion of the committee’s inquiry into the affairs of the 
Lykes companies. 

The American West African Line has mail contracts Nos. 
17 and 47, the first covering service between New York and 
the west coast of Africa and the other covering service between 
Gulf ports and west African ports. 

The Barber Steamship Lines, Inc., according to testimony 
given by Oakley Wood, senior vice-president and general man- 
ager of the American West African Line, owns $700,000 of the 
American West African Line, Inc., while Barber & Co., Inc., 
owns $300,000. E. J. Barber is president of the American West 
African Line. 

Chairman Black put in the record computations made by 
committee agents showing that, on Route No. 17, from the 
date of the mail contract in 1928 to July 1, 1933, the cost of 
transporting the mail carried would have been $26,056.03 on 
a poundage basis, while the payments made under the mail 
subsidy contract totaled $1,367,380. On Route No. 47, the cost 
of the mail service on a poundage basis would have been $199.12, 
while the mail subsidy contract payments totaled $246,765. 

Figures submitted by Chairman Black showed that the 
profits of the American West African Line from 1928 to 1932 
totaled $264,915. Losses for 1928 and 1932 were shown. The 
net loss to the company for the period covered would have 
been $1,088,958 if the ocean mail subsidy payments had not 
been received, Chairman Black said in reply to a question asked 
by Senator White, of Maine. 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


The Foreign Trades Shipping Association, composed of 
representatives of about forty steamship lines operating in for- 
eign trade from the United States and Canadian ports, has been 
organized in New York. The purpose of the new group is stated 
to be “to promote the mutual welfare of the members of the 
association with respect to the business of owning, operating, 
managing, and chartering vessels for the carriage of cargo and 
passengers in foreign commerce to and from ports of the 
United States and Canada, to create and maintain friendly re- 
lations and develop just and equitable principles of business 
among them, and, generally, to do any and all other things 
which, in the opinion of the members, it shall be just, proper, 
“td lawful to do for the improvement of conditions in such 
usiness.” 


Four geographical divisions are proposed, each division to 
carry out the purposes of the association in its field, as follows: 
North Atlantic, south Atlantic, Gulf, and Pacific. 

Officers of the association are as follows: Chairman, Robert 
H. Blake, Cunard Line; vice chairman, C. J. Beck, Hamburg- 
American Line; secretary-treasurer, Joseph P. Mayper, secre- 
tary of the Transatlantic Steamship Conferences. In addition, 
a steering committee was elected consisting of Messrs. Blake 
and Beck, W. Boyd, Henri Morin de Linclays, H. E. Frick, W. J. 
Love, G. Hilmer Lundbeck, Aroldo Palanca, T. Toda and W. van 
Doorn. These men represent both American and foreign lines 
in the foreign trade. 

The United States Atlantic and Gulf-West Coast of Mexico, 
Central and South America Conference announces that south- 
bound freight tariff and classification No. 1 and supplements 
thereto applying on classes and commodities from New York 
and United States Atlantic ports, Boston to Jacksonville, in- 
clusive, also from New Orleans and other United States Gulf 
ports, to Pacific coast ports in Colombia, Ecuador, Peru, and 
Chile, are being canceled, effective December 31. New freight 


tariffs covering southbound traffic, as well as new west coast 
South American classification, effective January 1, are now in 
preparation and will be distributed to shippers as soon as a 
supply is available. 

M. G. Casseres, chairman of the North Atlantic Spanish 
Conference, announces that new rates will be put into effect 
Contract 


between North Atlantic and Spanish ports January 1. 
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and tariff rates may be obtained on application to the member 
lines. 

The full cargo trades experienced a dull week, the few 
fixtures reported being well scattered among the various divi- 


sions. A single grain fixture, scattered West Indies time char- 
ters and a fixture each in the sugar and coal trades furnished 
practically the only activity outside of the tankers market, which 
had a few charters from the Gulf. 

The grain cargo was for West St. John loading, 32,000 
quarters, to the United Kingdom at 1s 9d for January. 

There were no transatlantic sugar cargoes but a 1,985-ton 
vessel was closed from Santo Domingo to San Francisco at 
$3.50 for December loading. 

No long voyage time charters were reported on this coast 
but a 4,141-ton Dutch steamer was engaged for one trip in the 
North Pacific trade to United Kingdom-Continent for mid-Jan- 
uary loading on private terms. 

The coal fixture was a Greek steamer for 4,800 to 5,300 
tons, from Hampton Roads to Pernambuco at 8s 6d for load- 
ing the last half of December. In other respects the coal trade 
was extremely dull. 

Among the tanker fixtures was a clean cargo, 4,000 tons 
from the Gulf to Amsterdam at 9s combined with 2,300 tons 
to Preston at 11s 6d for late January and a 6,500-ton motorship 
for a dirty cargo from the Gulf to United Kingdom-Continent 
at 8s 6d for December. Another fixture of interest was a 7,200- 
ton motorship for a clean cargo from the North Atlantic to 
Montevideo at 10s 6d, with option for Gulf loading at 11s for 
December. On the Pacific coast an 11,000-ton motorship was 
closed for a dirty cargo from California to Buenos Aires at 12s 
for January. 


INTERCOASTAL RATE TROUBLES 


The Trafic World Washington Bureau 


The intercoastal rate situation was gone into again at a 
conference at the Shipping Board Bureau of the Department 
of Commerce, December 13, as the result of the intercoastal con- 
ference lines having asked special permission to reduce rates 
to the basis of the rates of the non-conference Calmar and 
Shepard lines, where those rates are lower than the conference 
line rates. 

Another factor in the situation under consideration was 
the filing of a formal complaint, docketed as No, 121, by the 
American-Hawaiian Steamship Company and other intercoastal 
lines against the Calmar Steamship Corporation asking for an 
order canceling contracts between the respondent and shippers 
for the transportation of freight between the two coasts. 


The controversy between the Calmar and Shepard non-con- 
ference lines and the conference lines was the subject of ques- 
tions and answers in a discussion among Admiral Cone and 
Thomas Woodward, of the advisory board of the Shipping 
Board Bureau, and Harry S. Brown, of the bureau of reuglation 
and traffic, and representatives of the steamship lines. 

Much of the discussion related to contracts entered into 
between the Calmar Line, which is owned by Bethlehem Steel 
and which carries the products of the parent company, and 
shippers. It was stated on behalf of the Calmar Line that, 
under the contracts, it could charge no other than the published 
rates. The contracts, it was stated, provided that if the pub- 
lished rates were under the rates named in the contracts, the 
lower rates were to be charged. If the published rates should 
be higher than the rates in the contract, according to the Cal- 
mar view, the line would have to charge the higher rate not- 
withstanding the protection of the contract and stand suit for 
refund of the difference if the shipper insisted on compliance 
with the contract by that method. The terms of the contracts 
run from two to five years. It was contended on behalf of the 
Calmar Line that it would be liable for the difference between 
the contract rate and the higher published rate charged, if 
such a situation arose as a result of the line raising the rate, 
but that if the higher rate resulted from action taken by the 
government, such action would then be offered as a defense 
to the charging of the higher rate. 

Admiral Cone said he could not see why a shipper would 
sign a contract under the conditions outlined. Roscoe Hupper, 
counsel for the conference lines, said he took it that the Cal- 
mar Line and the shipper in good faith entered into a contract 
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designed to give the shipper no higher rate than the rate named 
in the contract. Otherwise, he said, the whole transaction would 
be futile and a sham. 

The Calmar Line said it would raise its rates—not involved 
in the contracts—to the level of the conference rates where its 
rates were lower if the conference lines would make the Cal- 
mar’s contract rates the “B” line rates. It said it had been 
told that its contracts must be canceled as a condition prece- 
dent to getting together with the conference lines. The line 
took the position that the situation was such that the only 
way left was for the Shipping Board Bureau to enter into an 
investigation of the rates of the conference and non-conference 
lines and determine the questions as to the reasonableness of 
the rates to the lines and the shippers. Admiral Cone, how- 
ever, desired to know what could be done with respect to the 
situation in the meantime. The Calmar offer was again made 
as to the contract rates being made the “B” line rates. Mr. 
Hupper said the proposal was to fix a ceiling at the rates named 
in the contracts for the long periods involved and that it was 
not a legal proposition. The Calmar Line said the demand of 
the conference lines that the contracts be dropped was the 
barrier to getting together. 

In the complaint filed by the American-Hawaiian and other 
lines against the Calmar line it was alleged that the respondent 
had solicited exclusive contracts with shippers for transpor- 
tation of specified commodities for a period extending to three 
years and in some instances five years, at specified rates and 
charges, “which are or may be lower than the rates charged 
by the respondent to other shippers who do not so commit 
themselves exclusively to the respondent’s service.” The com- 
plainants alleged that this practice deprived them of traffic they 
otherwise would get. They also alleged that respondent had 
not included in its tariff now on file with the Shipping Board 
Bureau, as required by the intercoastal shipping act of 1933, 
the rates and terms of said alleged contracts and said alleged 
contracts and the several rates therein and the prejudice and 
discrimination consequent thereon were in violation of the 
act of 1933 and of the shipping act of 1916. They further alleged 
that the contract rate system of the Calmar Line, not being 
open to the participation of other common carriers in the in- 
tercoastal trade, was in restraint of trade and constituted unjust 
discrimination between shippers and created undue and un- 
reasonable prejudice and disadvantage and constituted unfair 
competition both as to complainants and shippers and was in 
violation of the shipping act of 1916. 

In the discussion of the contracts of the Calmar Line, Mr. 
Woodward asked whether they involved sound transportation 
practice. Counsel for the Calmar Line was not prepared to 
discuss that question but Mr. Hupper said it was not sound. 
A recess was taken at noon. 

Efforts were made at the afternoon session of the confer- 
ence to arrive at an agreement under which the conference and 
non-conference intercoastal lines would operate pending inves- 
tigation by the Shipping Board Bureau. Late in the day it 
appeared that an agreement might be reached and another 
recess taken until the following day to permit representatives 
of the lines to confer the evening of December 13. 

Mr. Brown, who presided at the conference, announced that 
the bureau would undertake a thorough investigation of the 
intercoastal situation and conclude it before July 1. 

The American-Hawaiian Steamship Company, the Panama 
Mail Steamship Company and the Luckenbach Steamship Com- 
pany, Inc., filed a petition, docketed as No. 120, asking the Ship- 
ping Board Bureau to enter on an investigation to determine, 
among other things: 


1. Which of the companies engaged in transportation between 
the Atlantic and Pacific are common carriers within the meaning of 
the intercoastal act of March 4, 1933. 

2. Which of the carriers are owned or controlled by industrial 
organizations, 

3. What effect such ownership has upon the intercoastal rate 
structure. 

. If it be determined it has the duty under the law to see 
that the merchant marine, including the intercoastal service, be 
maintained that it immediately enter upon an investigation for the 
purpose of determining what the rates should be on commodities 
between the Atlantic and Pacific to be charged by intercoastal car- 
riers engaged in that service, and that pending such final determi- 
nation, the rates that have been agreed upon and that are now 
applied by a majority of the lines engaged in the service, be ordered 
to be charged and maintained by all the lines engaged in that service, 
until the further order of the Shipping Board. 

5. In determining a just and reasonable structure there is in- 
volved not only the interest of the shipping public in low rates, but 
rates that will have the effect of carrying out the intent of Con- 
gress as expressed in the merchant marine act of 1916, ‘‘To estab- 
lish a United States Shipping Board for the purpose of encouraging, 
developing and creating * * * a merchant marine to meet the re- 
quirements of the commerce of the United States,’ and as ex- 
pressed in the merchant marine act of 1920, “That it is necessary 
for the national defense and for the proper growth of its foreign 
and domestic commerce that the United States shall have a mer- 
chant marine of the best equipped and most suitable types of ves- 
sels sufficient to carry the greater portion of its commerce * * * and 
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it is hereby declared to be the policy of the United States to @ 
whatever may be necessary to develop and encourage the mainte. 
nance of such a merchant marine, and, in so far as may not be 
inconsistent with the express provisions of this act, the Unite 
States Shipping Board shall, in the disposition of vessels and ship- 
ping property as hereinafter provided, in the making of rules ang 
regulations, and in the administration of the shipping laws keep 
always in view this purpose and object as the primary end to be 
obtained.”’ 

At the conference December 14 Mr. Hupper announced agree. 
ment between the Conference lines, on the one hand, subject to 
approval .being obtained from one conference line not preg. 
ent, and the Calmar line, on the other hand, on conditions to 
obtain in the period pending the conclusion of the Shipping Board 
Bureau’s investigation into the intercoastal rate situation. The 
Shepard line, however, and the other groups did not get together, 
It was indicated, however, that the Conference lines and the 
Calmar line probably would go ahead on the basis of the agree. 
ment reached, regardless of what the Shepard line did, the opin- 
ion being that an important accomplishment had been achieved 
in obtaining the agreement between the Conference lines and the 
Calmar line. It was expected that the one Conference line men. 
tioned would give its approval to the agreement which follows: 

/ 


1. No objection to prosecution of the Conference complaint against 
the Calmar contract, which Calmar intends to defend. 

2. Calmar agree to advance their contract items to the maximum 
rates chargeable under the contract. The Conference lines have the 
liberty to reduce their rates to the same level. Where the Calmar 
tariff rate is already above the Conference rate the Conference rate 
shall be raised to the Calmar tariff level. If the contract rate 
is on a handicap item under the Conference tariff set-up the contract 
rate as thus raised shall be the B line rate. If otherwise, to be uni- 
form for all lines. Where the Calmar tariff rate and the Conference 
rate are the same but both under the Calmar highest contract rate 
then the Calmar tariff rate shall stand. But further consideration 
shall immediately be given to this position. 

3. Handicap spread to be 2% cents as provided for in Conference 
agreement, and to apply only on the present handicap list. 

4. On items not covered by Calmar contracts Calmar agree to ad- 
vance their rates to correspondence to the Conference rates and the 
Conference lines conversely agree simultaneously to raise to the 
Calmar tariff level substantially all their rates now below such level, 
such raise to be made in all cases where it is logical and just to do so. 
but in instances hereunder where the Conference lines do not so raise 
their rates Calmar shall have the option to reduce its rates to the 
Conference tariff level. 

5. By way of supplement, and not as a condition to any of the 
foregoing, Calmar and the Conference lines mutually recognize the 
desirability of uniform tariffs, including rules and regulations, and 
will promptly endeavor to agree on uniform rules and regulations ¢o 
far as possible, so as thus to limit, if possible thereby, the volume 
of investigation to be entered on by Shipping Board Bureau, whose 
report is expected by July 1, 1934. 


As the result of the agreement reached between the Con- 
ference lines and the Calmar line it was stated that the Con- 
ference lines would hold in abeyance, and probably drop their 
petition for authority to make effective on ten days’ notice, rates 
meeting the non-conference rates. 

The move made by the conference |jines to meet the rates 
of the nonconference lines was the result of a decision reached 
that the time had come to take a definite stand for stabilization 
of rates in the intercoastal trade, and the fact that the non- 
conference lines, particularly the Calmar Line, felt there was at 
least a chance of the Department of Commerce permitting the 
reduced conference rates to go into effect, it was believed, led 
to the agreement being reached between the Calmar and con- 
ference lines. 

In submitting their request for permission to meet on ten 
days’ notice the lower nonconference rates, the conference lines, 
through R. C. Thackara, said the purpose of the proposed rates 
was to meet nonconference competition. 

“The conference lines have refrained from taking this 
action,” said he, “for a considerable length of time in hope 
that the nonconference lines would raise their rates and the 
board would succeed in its efforts for stability in this trade. 

“As this has not been accomplished and the inroads into 
conference lines’ revenue has been so great it was felt that some 
action had to be taken to offset the losses incurred by reason of 
the disparity of the rates.” 

In the course of the conference at the Shipping Board 
Bureau, Mr. Hupper, speaking for the conference lines, announced 
that the conference lines had determined to take every step open 
to them under the law to stabilize the rate situation. He said 
there was a business situation here which reasonably should be 
put on a stable basis. 

Harold S. Deming, counsel for the Shepard Line, insisted 
on a differential adjustment in rates for that line under the “B” 
line conference rates pending such time that the line might bring 
its service up to the “B” line basis of size of fleet and frequency 
of sailings. Mr. Hupper said the conference lines would not 
agree to granting a differential basis as sought by the Shepard 
Line. Mr. Hupper said the move of the conference lines was 
not for the purpose of driving the nonconference lines out of 
business. What the conference lines were after, he said, was 
to preserve their own business in competition. He believed that 
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the law empowered those administering it to do whatever was 
necessary to establish and maintain a merchant marine and 
that this was particularly applicable to the intercoastal trade. 

W. G. Stone, of the Chamber of Commerce of Sacramento, 
Calif., expressed the view that shippers should have thirty days’ 
notice of proposed changes in rates and he believed that there 
should be such notice with respect to the reduced rates that had 
been proposed by the conference lines to meet the nonconference 
rates. He said that he had had notice of the proposed change 
pecause he had happened to be in Washington but that many 
other shippers had not had notice, and that they should have 
notice notwithstanding that rate reductions were proposed. 

The Shepard Line, it was stated, objected to coming into the 
intercoastal conference and receive payments from the pool 
which the conference set up to meet conditions confronted in 
services such as maintained by the Shepard Line. Spokesmen 
for the line said it preferred to take its chances on revenue and 
maintain contact with shippers, its contention being that it would 
lose such contact if it participated in the pool. 

Mr. Hupper urged the board to require the Shepard Line 
to charge “B” line rates. He charged that the Shepard Line 
was operating a “B” line service and charging “C” line rates, the 
“C” line reference being a classification of intercoastal vessels 
which existed under previous conferences but which does not 
now exist. The conference lines, he said, would not accept the 
differential basis sought by the Shepard Line because establish- 
ment of such a differential would lead to other requests for 
similar treatment and the trade would be disrupted. 

Mr. Deming said the Shepard Line, with four vessels and 
its frequency of sailings, could not go on a “B” line basis at 
this time. As to statements that the line’s frequency of sailings 
had several months ago put it in the classification of “B’’ lines, 
he said those sailings were in a period in which the line was 
endeavoring to build itself up into a “B” line service and that 
cargo offerings at the time involved permitted that. He said 
the line could not live without a differential basis. 

Mr. Hupper, near the close of the conference, when it ap- 
peared that the Shepard Line and the others could not reach 
an agreement, asked that the Shipping Board Bureau take action 
with respect to the Shepard rates. 

“We have heard a number of times of the right to live in 
this trade,” said Edward P. Farley, chairman of the executive 
committee of the American-Hawaiian Steamship Company, one 
of the conference lines. “I think your investigation will prove 
that this is a losing trade and has been losing money for ten 
years in this service. I will ask Mr. Shepard if he wants the 
rest of us to provide the medium for him to live while we die. 
I don’t think it is fair to request that.” 

Mr. Deming remarked he did not think the question needed 
answering—that it was “purely oratorical.” 

H. W. Warley, of the Calmar Line, and R. T. Mount, for 
that line, spoke for it in the discussions. 

L. C. Nelson, assistant traffic director of the Commission 
who is assisting the Shipping Board Bureau temporarily, sat 
with the members of the advisory board. General Saltzman, 
a of the advisory board, attended the session on Decem- 
er 14. 

Procedure on Agreements 


The intercoastal conference has filed a new agreement with 
the Shipping Board Bureau to become effective January 1 and 
to run until April 30, 1934, and indefinitely thereafter, subject 
to revocation on 60 days’ notice. This agreement was said to be 
along the lines of the previous agreement. One of the changes 
is that provision for surcharges has been eliminated. 

Filing of a protest against the new agreement by the Nelson 
Steamship Company and request for a public hearing thereon 
brought out that the bureau had under consideration develop- 
ment of new procedure in handling agreements filed by water 
lines. Admiral Cone, after Mr. Hupper had urged that, unless 
the board believed, after reading the agreement, that the public 
interest would be adversely affected, the agreement should be 
promptly approved, and had counseled against public hearings 
as a general rule, asked for expression of views as to procedure. 
Mr. Stone believed that new agreements should be set for hear- 
ing. Mr. Hupper contended that the agreements essentially were 
for the purpose of lifting from the backs of the signatories 
the anti-trust laws. As to developments under the agreements, 
or as to objectionable matter that might be found later in 
agreements, he said, there should be the opportunity for attack 
before the bureau. 

Mr. Brown, presiding, said an announcement of the date of 
the hearing on the Nelson protest would be made soon. Mr. 
Hupper sought to have the matter disposed of later in the day 
but F. W. S. Locke for the Nelson Line objected to that. 

The Shipping Board Bureau announced Dec. 15 that a hear- 
ing would be held Dec. 20 on the protest of the Nelson Steamship 
Company against the new intercoastal agreement. 
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While the new intercoastal agreement provides for elimina- 
tion of the surcharges under the name of surcharge, the charges 
are to be included in the published rates. 


WATER TARIFFS SUSPENDED 


The Traffic World Washington Bureau 


Secretary Roper, in Suspension Order No. 5, has suspended 
until April 15, Rule 4-A in Supplement 14 to SB-1 No. 2 and Rule 
4-B in Supplement 16 to SB-1 No. 2, filed by Agent Thackara, 
in so far as they cancel from Supplement No. 3 to SB-1 No. 2, 
Rule 4 thereof, the provision whereby cargo from State Ter- 
minal Company facility No. 56 may be transshipped by truck to 
established San Francisco loading terminal, and, further, has 
ordered that Rule 4-B in Supplement No. 16 to SB-1 No. 2 also 
be suspended to April 15, in so far as it seeks to cancel, effective 
January 15, the application of eastbound rates from State Ter- 
minal Company facility No. 56. 

Protests asking for suspension were made by State Terminal 
Company, Ltd., San Francisco Chamber of Commerce, Guggen- 
hime and Company, and the Board of State Harbor Commission- 
ers, all of San Francisco. 


BUREAU OF NAVIGATION REPORT 


Legislation to prevent “invasion of our domestic trade by 
foreign vessels in the transportation of passengers” is urged 
by the bureau of navigation and steamboat inspection in the 
annual report of the Secretary of Commerce for the fiscal year 
ended June 30, 1933. Under the hearing, “Coasting Trade,” the 
report says: 


The importance of the coasting trade of the United States, with 
its great Atlantic, Pacific and Gulf seaboards and the Great Lakes, 
has been recognized since the earliest days of our government, and 
progressive effort has been made by Congress to_ preserve that trade 
to vessels documented under the laws of the United States. Con- 
gress has succeeded in throwing around the transportation of mer- 
chandise in that trade a fair degree of protection, but there is a 
constant invasion of our domestic trade by foreign vessels in the 
transportation of passengers. The only law we have on this subject 
is section 2 of the act of February 17, 1898, which reads as follows: 

“No foreign vessel shall transport passengers between ports or 
places in the United States either directly or by way of a foreign 
port, under penalty of $200 for each passenger so transported and 
landed.”’ 

Under this law foreign vessels may take on passengers at an 
American port, for instance, and land them at a foreign port, where 
they are taken on by another vessel of the same line and landed at 
another American port, even though their destination when they left 
the first American port was the second American port. Passengers 
may be taken out of oue port for a sightseeing voyage, perhaps, at 
many other United States ports and return to the port of departure. 

It would seem that the same effort should be made to confine to 
our vessels the transportation of passengers in the coastwise trade 
that Congress has deemed proper to extend in the case of merchan- 
dise. It is difficult for American vessels to compete successfully with 
foreign vessels in the domestic trade because of the difference of our 
laws and the conditions governing foreign vessels on the high seas. 


In the year the bureau of navigation and steamboat inspec- 
tion collected more than $1,600,000 in revenue through tonnage 
duties, navigation fees, and fines. 

On June 30, 1933, the merchant marine of the United States 
comprised 24,868 vessels aggregating 15,060,157 gross tons. These 
figures include 642 vessels of 190,803 gross tons built in the 
year. On July 1, 1933, there were being built, or under contract 
to be built, in our shipyards for private shipowners, 60 vessels 
of 34,846 gross tons. The above total indicates a reduction of 
288 vessels of 797,498 gross tons from the merchant marine of 
the preceding year. This reduction is accounted for by the 
scrapping of a large tonnage by the United States Shipping 
Board. There are at present laid up and out of commission 
2,662 vessels, aggregating 4,146,538 tons. The crews for the 
merchant marine, excluding masters, aggregate approximately 
184,953. Of this number 41,136 were serving on the laid-up 
vessels. 


WATER CARRIER AGREEMENTS 


The following agreements and cancellation of agreement 
filed in compliance with section 15 of the shipping act, 1916, as 
amended, have been approved by the Secretary of Commerce: 


2594—-Matson Navigation Company, the Oceanic Steamsihp Com- 
pany and Williams Steamship Corporation: “The parties by this 
agreement provide for the through transportation of shipments, except 
canned pineapple, from Hawaiian Islands to U. S. Atlantic Coast 
ports, with transshipment at Los Angeles Harbor or San Francisco. 

2629—Calmar Steamship Corporation and Nippon Yusen Kaisha: 
Provides for through transportation of cargo between China and 
Japan and New York, Philadelphia and Baltimore, with transship- 
ment at Seattle, San Francisco or Los Angeles Harbor. 

2637—Union Steam Ship Company of New Zealand, Ltd., and Cal- 
mar Steamship Corporation: The parties by this agreement provide 
for through transportation from loading ports of Union Steam in 
Australia and New Zealand to Atlantic Coast ports of call of Calmar, 
with transshipment at San Francisco. 

2638—Calmar Steamship Corporation and Union Steam Ship Com- 
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pany of New Zealand, Ltd.: This agreement provides for through 
transportation from United States Atlantic ports of call of Calmar 
to ports of call of Union Steam in New Zealand and Australia, with 
transshipment at San Francisco and/or Los Angeles Harbor. 

2639—Union Steam Ship Company of New Zealand, Ltd., and 
Pacific Atlantic Steamship Company: The parties by this agree- 
ment provide for through transportation from loading ports of Union 
Steam in Australia and New Zealand to Atlantic Coast ports of call 
of Pacific Atlantic, with transshipment at San Francisco. . 

2640—Pacific Atlantic Steamship Company and Union Steam Ship 
Company of New Zealand, Ltd.: This agreement provides for 
through transportation from United States Atlantic ports of loading 
of Pacific Atlantic to ports of call of Union Steam in New Zealand 
and Australia, with transshipment at Los Angeles Harbor and/or 
San Francisco. 

Agreement Canceled 


474-C—American-Hawaiian Steamship Company with Alaska 
Steamship Company: Cancels agreement between the above named 
carriers covering transportation of through shipments from United 
States Atlantic Coast ports to Alaskan ports, with transshipment at 


Seattle. 
ILLINOIS WATERWAY 
The Traffic World Washington Bureau 


The chief of engineers of the army has recommended to the 
Secretary of War additional expenditure of $15,530,000 on the 
Illinois waterway. The State of Illinois spent $20,000,000 on 
this project and the federal government then spent $7,500,000, 
presumably to complete the project. These costs are apart 
from the cost of the Chicago sanitary canal, which is a part 
of the waterway. The chief of engineers says that to handle 
modern barge navigation, with the diversion of water permitted 
from Lake Michigan, there should be a channel 300 feet wide 
and 9 feet deep from the mouth of the Illinois River to Starved 
Rock, a distance of 231 miles, and that modern locks and dams 
should be constructed in the vicinity of La Grange and Peoria, 
“all at an estimated cost of $15,530,000.” 

In a statement on the recommendation made for additional 
expenditure of money oa the Illinois waterway, the War Depart- 
ment said: 


The inland waterway providing a 9 foot navigable depth between 
the Great Lakes and the Mississippi River was opened to traffic on 
March 1, 1933. The waterway consists of the Chicago River, improved 
by the United States, the Chicago Drainage Canal, constructed by 
the Sanitary District of Chicago, the Illinois Waterway, commenced 
by the State of Illinois and completed by the Federal Government, 
and finally the Illinois River, which has been improved by the United 
States by dredging and by the construction of two locks and dams 
at Kampsville and La Grange. The five locks in the Illinois Water- 
way are modern locks 110 feet wide’ by 600 feet long, while the locks 
at Kampsville and La Grange are over forty years old, and are only 
73 feet wide and 300 feet long. The channel below Starved Rock is 
also only 200 feet wide. The narrow channel and obsolete locks are 
not adequate to handle the modern barge tows which may be ex- 
pected to use the river. The Upper Mississippi River is being improved 
to provide 9 foot navigation to Minneapolis, Minnesota. One of the 
Mississippi River dams will be located at Alton, Illinois, about 17 
miles below the mouth of the Illinois River. The pool from this dam 
would extend about_80 miles up the Illinois River—or about 2% miles 
above the present La Grange dam. 

The Chief of Engineers in a report to the Secretary of War, dated 
December 6, 1933, on a recent survey of the Illinois River and Water- 
way states the channel in the Illinois River below Starved Rock is 
too narrow, that the two locks at Kampsville and La Grange are not 
suitable for modern barge traffic and that the reliable discharge with 
the annual average diversion from Lake Michigan permitted after 
December 31, 1938, by the decree of the Supreme Court dated April 
21, 1930, will not be sufficient to maintain the present channel in the 
section of the river below Starved Rock. He further reports that the 
above diversion is ample to provide an adequate flow provided this 
section of the river is completely slackwatered through the construc- 
tion of new locks and dams near La Grange and Peoria and the 
necessary dredging is done at the heads of the pools. 


CALIFORNIA PORTS’ RATES 


In Formal Docket No. 119, Howard Terminal et al. vs. Calmar 
Steamship Corporation and Shepard Steamship Company, filed 
with the Shipping Board Bureau, allege rates, fares and/or 
charges between Sacramento, Calif., and ports on the Atlantic 
and Gulf ports are maintained by defendants equal to or sub- 
stantially equal to the rates, etc., contemporaneously main- 
tained by them for a lesser or dissimilar service between ter- 
minals of complainants at Oakland, Alameda and Richmond, 
Calif., and the eastern ports and are in violation of the shipping 
act. A cease and desist order and just and reasonable rates 
between Sacramento and the eastern ports are sought. 





IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved an allotment of $38,000 
for maintenance dredging in the Cohansey River, N. J. 


LEASE OF BROOKLYN PIERS 


Competitive bids for the leasing of piers 3 and 4, Brooklyn, 
New York, for a period commencing March 1, 1934, and end- 
ing December 31, 1936, will be received at the office of the 
Shipping Board Merchant Fleet Corporation, New Navy Build- 
ing, Washington, until 11 o’clock a. m., eastern standard time, 
December 22, and then publicly opened, 





The Traffic World 





Vol. LII, No, 9; 


The piers, comprising a portion of the United States army 
supply base and situated at the foot of Fifty-ninth street, Brook. 
lyn, are considered in marine circles to be ideal ship berths 
several of the largest transatlantic liners using them regularly 
it was stated. 

The piers were transferred from the War Department to the 
jurisdiction of the Shipping Board April 13, 1921. 


PWA MONEY FOR SHIP CHANNEL 


Allotment of $2,472,000 to cover a loan and grant to the 
Brownsville Navigation District, Cameron county, Tex., for cop. 
struction of a ship channel 100 feet wide, 25 feet deep and abou 
15 miles long, with turning basin 1,000 feet by 1,300 feet, with 
terminal facilities consisting of docks, sheds and railroad cop. 
nection, has been announced by Public Works Administrator 
Ickes. The allotment is subject to execution of a satisfactory 
contract with the PWA. 

The ship channel is to be constructed from a point abou 
four miles from Brownsville to the Gulf of Mexico, the turning 
basin to be constructed at the point near Brownsville. 

“The approximate cost of labor and material is $1,682,000, 
of which 30 per cent is a grant,” said the PWA, adding that the 
balance was a loan secured by general obligation bonds at 5% 
per cent, payable from unlimited ad valorem taxes, secured 
also by a pledge of the net revenues from the project and by 
first mortgage on land and improvements. 

The PWA said work could be begun in one month and be 
completed in fifteen months, giving 660 men employment dur. 
ing construction. 





BARGE-RAIL ROUTES AND RATES 


The Board of Commissioners of the Lake Charles Harbor & 
Terminal District has asked the Commission, in Ex Parte No. 
99, to approve the application of the Mississippi Valley Barge 
Line Co. for a certificate of public convenience to extend its 
operations to the intracoastal waterways of Louisiana and 
Texas. The board asserts that in its application the barge line 
is only seeking to carry out the design of the federal govern- 
ment in constructing the waterway. To deny the application, 
the board asserts, will condemn the entire federal government 
investment in the waterways and the purposes for which it has 
been constructed. 


WATER FARE CUT 

A hearing will be held by the Shipping Board Bureau of 
the Department of Commerce in connection with the suspen- 
sion of American Line Steamship Corporation (Panama Pacific 
Line) Tariff SB-I No. 2, December 21, in Room 2911, New Navy 
Building, Washington, D. C., beginning at 10 o’clock a. m. On 
December 7 the Secretary of Commerce, upon petitions of the 
Panama Mail Steamship Company (Grace Line) and _ Dollar 
Steamship Lines, Inc., Ltd., suspended this schedule until April 
8, 1934, unless otherwise ordered by the department. New in- 
dividual and joint fares, classifications, regulations and prac- 
tices are proposed for application on the steamships “California,” 
“Virginia” and “Pennsylvania” operated by the Panama Pacific 
Line in intercoastal service by way of the Panama Canal. 


WATER CARRIER DEPRECIATION 


The Clyde-Mallory Lines and the Southern Steamship Co. 
have asked the Commission to reopen, for further hearing, No. 
15780, in the matter of depreciation charges of carriers by water, 
in which a proposed report has been issued. The proposed report 
says that the water depreciation case is “supplemental to the 
eases considered in telephone and railroad charges, 118 I. C. C. 
295, and 177 I. C. C. 351, and the fundamental principles which 
were decided to be controlling in these cases are controlling 
here.” 

While the fundamental principles may be somewhat similar 
for all carriers, the water lines say the characteristics of each 
class of carrier should necessitate separate consideration and 
methods in the application of depreciation for each class of com- 
panies. They express the belief that the evidence before the 
Commission is entirely inadequate and should be supplemented. 
They have filed excepticns to the proposed report, pointing out 
wherein, in their opinion, the Commission needs more testimony 
and should make changes. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 

e will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of ney my eve herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Application of Intermediate Rules in 
Connection with Proportional Rates 

Missouri.—Question: We are interested in your answer to 
Illinois on page 912 of the November 18th issue of The Traffic 
World having reference to the application of intermediate rule 
in connection with proportional rates. 

In the last paragraph, you state that a rate to a given point 
applicable on traffic to points beyond that point will not apply 
under the intermediate rule at points intermediate thereto where 
the traffic moves locally to the intermediate points. We have a 
similar situation, except that the traffic involved moves to points 
beyond the intermediate point, and a combination rate to and 
from the intermediate produces a lower through rate than the 
combination over the point to which the specific proportional 
rate was published. As an example, we refer to Item 3282, 
Supplement 224, W. T. L. 18-M, naming proportional rates to 
E. St. Louis on shipments destined various points in the East. 
In your opinion, can we use the rates named in that Item in 
making combination rates over certain other basing points that 
are intermediate to E. St. Louis via authorized routes? We 
have a point intermediate to E. St. Louis from which the rate to 
destination is less than from E. St. Louis, but We are not sure 
the intermediate rule can be used in such cases. 

You will note Item 3282 is subject to the intermediate rule 
in Item 595 as to points of origin, but to points of destination 
the rates are subject to the intermediate rule on page 47 of 
Supplement 218. Our intermediate point is included in the Mis- 
souri stations listed in Note A in connection with said inter- 
mediate rule. Note 4 of the intermediate rule has no effect in 
this case, as there are no commodity rates published to the 
intermediate point. The tariff naming through class rates 
authorizes combination rates either local joint or proportional, 
when lower than the rates published therein. 

If you can locate any decisions for or against the use of the 
intermediate rule in such cases, we will greatly appreciate the 
citations along with your opinion. 

Answer: If we correctly understand the question it is sub- 
stantially this: Item 3282, Supplement 224 (211 to Boyd’s I. C. C. 
A-1865), names a proportional commodity rate from certain Mis- 
souri points to East St. Louis, IIl., on traffic destined to points, 
e. g., east of the I[llinois-Indiana state line. This rate is pub- 
lished in Section 2 of the tariff, which also contains many local 
rates from and to various points. This section of the tariff is 
subject to the standard intermediate rule as to both origins 
and destinations. By use of the intermediate rule, a proportional 
rate can be determined from the Missouri origins to points inter- 
mediate to East St. Louis on traffic destined to points east of the 
Illinois-Indiana state line. By adding the rate from such inter- 
mediate point to which the East St. Louis proportional rate 
applies, a combination may be constructed that is lower than the 
East St. Louis combination. The question is thus: May the inter- 
mediate rule be used in connection with a specific proportional 
rate to determine a proportional rate to a point intermediate to 
the point to which such rate is specifically published, via the 
Same routes and on the same traffic to the same ultimate 
destination? 

? Under a strict interpretation of the intermediate rule, we 
think this may not be done, because the rule provides that to 
any point of “destination” to which a commodity rate is not 
named in the tariff, to apply the commodity rate that is published 
to the point next beyond. In this case, East St. Louis is not a 
‘destination” nor is any point intermediate thereto, a destination, 
on traffic the destination of which is East of the Illinois-Indiana 
state line. Webster’s New International ‘Dictionary defines 
destination” as “The place set for the end of a journey, or to 
Which something is sent; place or point aimed at.” This view 
finds support, we think, in Western Bridge & Construction Co. 
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vs. B. & O. R. R., 139 I. C. C. 476. The Commission in that 


case said: 
{ 
Complainant also refers to a $1.145 combination rate composed of 
fifth-class proportional rates of 23 cents to Savanna, Ill., and 46.5 
cents to Aberdeen, S. D., and a fifth-class rate of 45 cents beyond. 
The 23-cent factor was subject to the following note: .. . “‘will apply 
to Savanna, Ill., as proportional rate on traffic destined to points in 
the Trans-Mississippi River Territory, as described below” .. . Ab- 
erdeen is named in the list of points described below this note, but 
McIntosh is not. Gomplainant urges that in constructing a combina- 
tion to McIntosh it is first necessary to determine the rate to Aber- 
deen, which can be constructed by the use of the 23-cent rate. The 
23-cent rate is restricted to apply only on traffic destined to certain 
named points, in which McIntosh is not included. Interpreting the 
word ‘destined’ to mean the destination of the traffic, the 23-cent 
rate is not available for use in constructing a combination to McIntosh. 


While we do not believe the Commission, in prescribing the 
standard intermediate rule had in mind that the terms “origin” 
and “destination” might well be taken to mean just what those 
terms ordinarily imply (the point where the shipment had it 
inception or where it was finally delivered by the carriers to 
consignee), and believe it had in mind only points stated in 
tariffs from and to which rates are stated, it is for the Com- 
mission itself to say what it did have in mind such terms should 
imply. We are unaware of any decision on the point. Basing 
points for combinations are not origins nor destination of ship- 
ments. The terms similarly used in a strictly proportional tariff, 
however, would have to be construed, we think, in the sense of 
simply points from and to which rates are stated, but when 
found in a tariff containing both local and proportional rates we 
think the natural meaning must be used. 


We realize that such interpretation, if correct, would mean 
that no proportional rates can be published in a tariff also con- 
taining local rates, by use of the intermediate rules where the 
application as to “origin” or “destination” depends upon the rule; 
further, and perhaps far more extensive in scope, no local rate 
made by intermediate application as to “origin” or “destination” 
could be used as a factor for basing a combination rate. As 
stated, we do not think the Commission contemplated such re- 
striction upon the intermediate rules, the purpose of which is 
to avoid fourth section violations and publication of superfluous 
rates. 


Under a liberal construction of the rule and taking the term 
“destination” to mean simply a point to which a rate is stated 
in the tariff, our view is that the East St. Louis proportional 
rate may be applied to an intermediate basing point for establish- 
ing a proportional rate to that point; and under the well-estab- 
lished rule that the lowest combination over the same route 
must be used, it would off-set the East St. Louis combination 
under the facts stated. 


Transit Privileges on Indirect Routes—Waiving Out-of-Line 
Charge When Destined to Short-Haul Intermediate Points 
and Declining to Waive It When Destination Is Beyond Via 
Same Route 
Kansas.—Question: I would like interpretation of the follow- 

ing question which applies to grain milled into a grain product at 

a transit station and covers the movement of grain and grain 

products, as follows: 

Point of origin A originates a car of wheat and moves it 
into transit station B which is 76 miles off of the main line of 
movement; there transited into commodities and moved back 
on the main line to station C. According to the Carrier’s Transit 
Circular this out-of-line is waived, but when the same commodity 
originating at the same point, given transit of the same station 
and moves through station C to a point beyond 200 miles via the 
same carrier, they refuse to allow the out-of-line haul. 


Is there any ruling by the Commission which would cover 
this situation to force the carrier to allow this out-of-line haul 
to a farther distant point when it moves through a point where 
the out-of-line haul is already waived? 


Answer: It is not clear from your statement whether the 
carrier refuses to grant any transit at all, or merely refuses to 
waive the back-haul charge, on shipments moving to destinations 
beyond Station C. At any rate, the carrier is certainly discrim- 
inating against the long-haul traffic. Whether that discrimina- 
tion igs unjust or not is a matter which would have to be deter- 
mined by the Interstate Commerce Commission, if interstate, or 
the state utilities commission having jurisdiction, if intrastate, 
upon a showing of all the facts. If interstate, and the carrier 
denies the transit at Station B when destined to points beyond 
C, the Interstate Commerce Commission has held in many cases 
that it would not require the carrier to establish the transit 
except to remove unjust discrimination, though there are a num- 
ber of cases where it has required that transit be established 
to remove the application of unreasonable charges. Sometimes 
a carrier may justify more favorable transit at some points on 
traffic destined to intermediate competitive points than it grants 
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at the same transit point on traffic destined to more distant non- 
competitive points. 

From the facts given, however, we are unable to locate a 
decision by the Commission which is specifically in point. It 
looks unreasonable, on the face of it, to waive the out-of-line 
charge when to short-haul intermediate points and to add it 
when to more distant points where the percentage of circuity, 
backhaul, or out-of-line haul, is greater when compared with 
the short-line distance origin to destination, than when the 
traffic is destined to the short-haul intermediate points. In 
Larabee Fiour Mills Co. vs. St. L.-S. F. Ry., 147 I. C. C. 706, 
this same principle was involved, and the only distinction is 
that in that case at some transit points the out-of-line charge 
was waived, but denied at Clinton, Mo., where the out-of-line 
service was considerably less. The Commission said in this 
connection: 


No out-of-line charges were contemporaneously maintained by the 
Frisco for out-of-line service through numerous other transit points 
in the same general territory . .. from the same... origin points, 
as to which the out-of-line hauls and the per cent of circuity gener- 
ally were much greater than from the origin points here considered 
through Clinton. 


It held that the adjustment resulted in unreasonable charges 
on shipments milled in transit at Clinton. 


Tariff Interpretation—Legal Application of Classification Ratings 
to “Liquors, Alcoholic, N. O. I. B. N.” to Brandy and 
Whiskey for Medicinal Purposes 


Minnesota.—Question: In the Consolidated Classification 
No. 8, page 291—item 22—reads: Liquors, Alcoholic, N. O. I. B. N. 
prepaid L. C. L.—D 1st and carload 1st class. We handle and 
receive a considerable quantity of whiskey and brandy for 
medicinal use. The federal law prohibits the possession of 
whiskey or brandy for other than medicinal use, therefore we 
contend that the provisions in the classification are obsolete 
and have been since 1918 and do not apply. Under the federal 
statutes this item is a medicine and we contend that the same 
class rating as that of other medicinal preparations should apply, 
namely, Ist class L. C. L. and 3d class C. L. up to September 
1, 1938. Since that date column 72 ratings should apply. 

We have received some shipments on this basis and have 
filed claims for the balance against other carriers but have had 
these claims rejected on the basis of the classification descrip- 
tion. 


Answer: We agree that as to liquors for purposes declared 
by the federal statutes to be unlawful the classification ratings 
have no application; that when the law forbids the manufac- 
ture, sale and transportation of any article, no freight classi- 
fication or tariff may be applied effectively thereto, no matter 
how specific its terms. If liquors for medicinal purposes had 
also been forbidden it would not be possible to enforce collec- 
tion of charges based on the description applicable to medicinal 
preparations. However, as to medicinal preparations not de- 
clared to be unlawful, the classification descriptions and ratings 
would remain in effect and applicable. The same is true as 
to the ratings and descriptions on alcoholic liquors. Inasmuch 
as the statute does not prohibit their transportation when for 
medicinal use, there is nothing unlawful, in our opinion, in 
carrying a specific description and specific ratings in the classi- 
fication for such liquors when for such use. 


It is true the classification description on alcoholic liquors 
is not restricted in terms to liquors for medicinal use but the 
prohibition statute has the effect of so restricting that descrip- 
tion. It is a common rule of construciton of tariffs and other 
written documents that that interpretation should be adopted, 
if reasonably possible, which will give it effect rather than no 
effect, or render it lawful rather than unlawful. In other words, 
we are bound to presume, we think, that the classification 
description and ratings on alcoholic liquors were continued in 
effect for such lawful use as remained to them after enactment 
of the statute. 


Another well-established rule of construction applicable here 
is that when there is a general and a specific description which 
will both embrace the same commodity, the specific takes 
precedence. United States vs. Gulf Refining Co., 268 U. S. 542 
(45 S. Ct. Rep. 597). As “alcoholic liquors’ is a more specific 
description for brandy and whiskey than “medicinal prepara- 
tions,” we think the ratings applicable to the former description 
must be applied to these commodities. 


Tariff Interpretation—Duty of Each Carrier to Publish Its Own 
Rates—One Carrier Cannot by Cross Reference Publication 
Make Another Carrier’s Rates Apply Via Its Line 


North Dakota.—Question: May the tariffs of one railroad 
lawfully provide that the rates or rules of another railroad as 
published in a certain tariff of the latter will apply for account 
of the former? We have in mind a situation where a certain 
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carrier’s rate tariff provides that the classification exceptions 
published in an agency rules circular but limited for applica. 
tion to a different carrier, will apply via the line of the carrie, 
whose tariff makes reference to such Exception Circular. 

Answer: We think not. Section 6 of the Interstate Cop. 
merce Act lays the duty on each carrier subject to the Act . 
affirmatively publish its rates, rules and classifications. 
does not authorize carrier “A” to simply file an adoption neti 
with the Commission providing that whatever carrier “B”’ pub. 
lishes between points which are served by both “A” and “B” 
will apply via line “A.” Further, the fact that the classifica. 
tion exceptions referred to is by its own terms restricted to 
carrier “B” is repugnant to the idea that carrier ‘A” may by 
cross-reference thereto render “B’s” exceptions applicable to 
traffic moving wholly via line “A.” Even if the exceptions which 
you mention are simply stated in the agency circular as ‘Applic. 
able via carrier ‘B,’” the cross reference from ‘“A’s” rate tariff 
to such exceptions will not have the effect of making those 
exceptions apply via line “A.” It is not necessary for the 
application of the exceptions to provide in specific terms, “Will 
not apply via line ‘A.’”’ The fact that the circular affirmatively 
states that they are “Applicable via carrier ‘B’” is in itself a 
limitation upon the application. The long-established rule of 
construction that “The expression of a particular thing im. 
Pliedly excludes all others,’ in our opinion, applies here. See 
Sinaiko Bros. Co. vs. C. M. & St. P., 140 I. C. C. 623. 

Inasmuch as the exceptions are stated affirmatively to be 
those of carrier “B,” and are thus limited, the following will 
show they cannot be made a part of line “A’s” tariff by cross- 
reference thereto: In Lammert Furniture Co. vs. Southern Ry,, 
126 I. C. C. 197, shipment moved from Jasper to St. Louis. The 
rate tariff contained reference to another tariff which other 
tariff provided that Jasper takes Louisville rates on traffic to 
Thebes, Ill. The rate tariff contained rates from Louisville to 
St. Louis. The shipper contended that inasmuch as the tariff 
referred to provided that Jasper “takes Louisville rates,” the 
Louisville rate to St. Louis would apply from Jasper to St. 
Louis. The Commission said: 

When a tariff refers to another tariff for rules or application, 
the tariff referred to in effect becomes a part of the tariff making 
such reference, and any restrictions, which are a part of the tariff 
referred to, are thereby included in the tariff making the reference. 
* * * Agent Jones’ I. C. C. 1592 (the tariff referred to) provides that 
Jasper takes Louisville rates only with respect to shipments des- 
tined to * * * Thebes, Ill. Its application is not broadened by the 
reference thereto. 

Tariff Interpretation—Application of Combination Rule Where 

Through Rate in Effect Via Specified Route But Not Always 

by Specified Points 


Michigan.—Question: With reference to the question and 
answer to Texas, on page 960 of the Traffic World of November 
25, under the above caption. 

We take it from the question of Texas that the question 
involved is whether Agent Jones’ Tariff No. 228, I. C. C. US-1, 
is applicable where there is a through class rate in effect. 

The Commission has held that in view of the wording of 
the rule in Tariff 228, said rule would apply to reduce the com- 
modity rate factors in such case. This ruling was reached on 
the theory that the clause in Tariff 228, which commences, 
“Where there is no through rate in effect,” means no through 
commodity rate on the commodity in question. Therefore, in 
line with this finding the commodity rate factor from Paris, 
Texas, to New Orleans, La., and the commodity rate factor 
beyond New Orleans are both subject to Agent Jones’ Tariff 
No. 228. 

Answer: We agree that the combination rule is applicable 
provided the through class rate is not applicable via the route 
over which the combination of intermediate commodity rates 
apply, the Commission having held that the fact that there is 
a class rate applicable via another route does not make in- 
applicable the combination rule via a route over which the 
through rate does not apply. 

If, however, there is a through class rate applicable via that 
route the through class rate must be applied and it is not un- 
reasonable to the extent it exceeds the combination of inter- 
mediates treated by the combination rule. See the Commis- 
sion’s decision in California Dressed Beef Co. vs. A. T. & S. F. 
Ry. Co., 128 I. C. C. 607-610, in which case the Commission held 
that where a tariff provides that the aggregate of intermediates 
may be applied when lower than a through rate published 
therein, it is the full aggregate of intermediates and not the 
product of intermediate rates treated by a rule which results 
in something less, which is meant by the alternative rule. 

We have no knowledge of the me | to which te refer. 

In Wausau Southern Lumber Co. vs. A. G. S. R. R. Co., 142 
I. C. C. 521, the Commission said: 


In the instant case, the earriers are seeking to take advantage 
(Continued on page 1102) 
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= WINTER VACATIONS PAY 












Never before was the need so great for a winter “break- 
away” from the cares of everyday life in the bustling North 
—never was the health giving southern sunshine so essential 
to our well-being asin this eventful year—and, happily, for the 
? winter season ILLINOIS CENTRAL is pleased to announce 
NEW LOW RAIL FARES to all the resorts of the South. 














Passenger Trafic 7 Manages 








This is the YEAR 


‘Go SOUTH 


Hotel rates also are lower. Living expenses are cheaper than ever before. 
Plan to go this winter! You owe it to yourself to build up your health 
and energy for the new days ahead. A few days, a week or two, or all season, 
will do you inestimable good—and now the cost is much lower than ever. 


NEW LOW FARES 
TO ALL THE SOUTH 


Look at these bargain fares—cut to the bone to bring the untold 
benefits of a winter vacation within the reach of every thrifty pocketbook. 


SOME TYPICAL FARES FROM CHICAGO: 





































18-Day Round Trip 18- na Round Trip 

One RoundTrip Season One Reus tip Season 

One Way Way All All Limit All One Way Way Aill Limit All 
in Coaches Equipm't Equipm't Equipm't in Coaches Equipm't Equipm't Equipm't 
Biloxi, Miss....... $18.05 $27.06 $36.10 $45.10 Mobile, Ala........$17.49 $26.22 $35.00 $43.70 
Brownsville, Texas.. 29.55 44.32 59.10 73.90 New Orleans, La... 18.76 28.13 37.55 46.90 
Fort Myers, Fla.... 26.42 39.63 52.85 71.15 Orlando, Fla. ..... 24.18 36.26 48.35 65.55 
Galveston, Texas... 23.11 34.66 46.25 57.80 Palm Beach, Fla... 27.79 41.68 55.60 75.35 
Gulfport, Miss.... 18.05 27.06 36.10 45.10 Pass Christian, Miss. 18.24 27.36 36.50 45.60 


Hot Springs, Ark.. 13.85 20.77 $27.70 34.65 St. Petersburg, Fla. 25.17 37.76 50.35 67.55 
For further details write Youston, Texas.... 22.17 33.17 $44.25 55.30 San Antonio, Texas 24.30 36.44 48.60 60.75 


. J. V. on Jacksonville, Fla... 21.65 32.46 43.30 58.20 Savannah, Ga...... 20.24 30.35 *40.50 56.00 
Illinois Central System. Mexico City....... ee. 6846 #91.30 114.10 Tampa, Fla........ 24.73 37.09 49.50 66.25 
501 Central Station Miami, Fla........ 28.96 43.44 57.95 78.70 H—23-day limit | {—I10 day limit %*—I5 day limit 
a 30-day round trip tickets to Florida points 25% higher than 18-day tickets. 
Charge is made for sleeping and parlor car space 
562 Big reductions in fares every day between all stations. 


Unusual bargains in Christmas Holiday All-Expense Tours to Florida and Havana, New Orleans and the 
Beautiful Mississippi Gulf Coast, and Mexico City—holiday fares everywhere. 
Superb service to all the South—THE FLORIDAN, "Queen 
Lege si ¢ of the Winter Rails," in service January 2nd, to all Florida. 


SURCHARGE ON SLEEPING AND PARLOR CAR SPACE ABOLISHED 


Ship it by fast freight A Saving of One-Third 


—only 3.6 centsa mile 
toall pointson Illinois 


Central in the South, 
andonallSoutheastern 
connections, when 
two passengers go by 
train. A low charge 


to other destinations. 


Ask for details R OW AOD T RR Bev eh tae eye: © 
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Personal Notes 





J. F. Griffitts has been appointed general agent, Kansas City 
Southern and the Texarkana and Fort Smith, at Tulsa, succeed- 
ing J. B. Blanton, resigned. J. A. Christian has been appointed 
commercial agent in Oklahoma City, succeeding Mr. Griffitts. 

H. E. C. Hawkins has been appointed chief traffic officer, 
Florida East Coast, with headquarters in St. Augustine, Fla. 
D. B. Green has been appointed general freight agent at St. 
Augustine, 

A. D. Thomas, for forty-five years treasurer of the Lake 
Erie and Western, before his retirement ten years ago, died at 
his home in Highland Park, Fla., December 12. He was eighty- 
three years old. 

Herbert Bertermann, general passenger agent of the Big 
Four, died in St. John’s Hospital, St. Louis, December 14, follow- 
ing a sudden attack of illness. He was fifty-two years old and 
had been with the Big Four for thirty-six years. His home was 
in Cincinnati. 

George J. Ray has been appointed vice-president and gen- 
eral manager, Lackawanna, succeeding Edwin M. Rine, whose 
intention to retire January 1 was announced last week. Mr. Ray 
has been chief engineer of the line for twenty-five years. 


Lloyd L, Juelson, an airline pilot for the last several years, 
has been appointed aeronautics development expert with the 
aeronautics branch of the Department of Commerce, and Joe T. 
Shumate, a Department of Commerce aeronautical inspector, has 
been promoted to the position of assistant chief, general inspec- 
tion serve. Mr. Juelson’s work with the aeronautics branch will 
be in connection with the further development of the Depart- 
ment of Commerce radio system for the blind landing of aircraft. 





Doings of the Traffic Clubs 





The twenty-first annual dinner of. the Traffic Club of Min- 
neapolis was held at the Nicollet Hotel December 14 with Fred- 
erick E. Murphy, publisher of the Minneapolis Tribune, as the 
speaker. A luncheon meeting was held at noon of the same day 
with Adjutant General Walsh and staff as guests of the club. 
The occasion was designated “National Guard Day” and there 
was a military program. A bridge party was given in the club 
rooms December 11. A membership campaign which has been 
in progress will close with the regular weekly luncheon De- 
cember 21. 





The Motor City Traffic Club will elect officers at a dinner 
meeting at the Fort Shelby Hotel December 18. A. P. Bruss 
and A. F. Jones are the presidential candidates. Harry S. Toy 
will be the speaker. Music will be provided by the Grand Trunk 
Railway Orchestra and a film, “A Trip Around the World,” will 
be displayed through the courtesy of the Dollar Steamship Line. 
A bowling match was played between the Motor City Bowling 
League and the Traffic Club of Detroit December 11. The eighth 
annual dinner has been set for January 15 at the Statler Hotel. 





: At a meeting of the board of the Transportation Club of 
Toronto December 8, under the chairmanship of W. H. Dickie, 
traffic manager, Imperial Oil Limited, retiring president, the fol- 
lowing officers were elected: President, J. V. Foy, general pas- 
senger agent, Canadian Pacific Express; first vice-president, J. E. 
Coulter, general superintendent, Canadian Pacific Express; sec- 
ond vice-president, T. L. Cooke, Canadian freight agent, Penn- 
sylvania; secretary, William G. Hamilton, claims investigator, 
Canadian Pacific; treasurer, W. E. Hendershot, chief clerk, 
Canadian National. In addition to these the new board includes 
the following: W. T. Jackman, professor of political economy, 
University of Toronto; F. Kennedy, president, Canadian Rail 
and Harbor Terminals; C. La Ferle, traffic manager, Robert 
Simpson Company, Ltd.; B. J. Murphy, treasurer, Link-Belt 
Limited; J. McKerrow, general traffic manager, Abitibi Power 
and Paper Company, Ltd.; R. H. Jones, superintendent, Canadian 
National (express department); W. H. Dickie, traffic manager, 
Imperial Oil, Limited. 





The weekly luncheon of the Transportation Club of St. Paul 
was held at the Hotel Lowry December 12. Official moving pic- 
tures of University of Minnesota sports in the last year were 
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displayed and explained by Phil Brain, of the University athletic 
department. A membership campaign has been launched which 
will continue until January 16. 





The annual Christmas dinner dance of the Traffic Club of 
Denver will be given at the Cosmopolitan Hotel December 16. 
It will be ‘Ladies’ Night.” 





The Washington Transportation Club held its annual busi. 
ness meeting and election at the Raleigh Hotel December 13. 
Dinner was served and there was entertainment. 





Roy F. Britton, director, National Highway Users’ Confer. 
ence, addressed the Birmingham Traffic and Transportation Club 
November 28 on “The Big Bad Wolf of Transportation.” He 
attacked what he called “false propaganda” of the railroads on 
the highway transport situation. He said there should be some 
regulation of common carrier highway services but did not think 
it in the public interest that other types of highway services be 
regulated. “The railroads are in the wholesale business of 
transportation and the trucks and busses are in the retail busi- 
ness,” he said. “It is true of this business as it is of any other 
that you cannot increase one phase without increasing the 
other.” 





The monthly meeting of the Portland (Ore.) Industrial Traffic 
Club was held at the Nortonia Hotel December 13. 





The Pacific Traffic Association held its annual election in 
the Palace Hotel, San Francisco, December 12. There was dis- 
cussion of current transportation topics and of the program for 
the coming year. 





George R. Bower, of the General Steamship Corporation, was 
the unanimous choice of the Rail and Water Club of Los Angeles 
to succees himself as president for 1934, at its annual election in 
the Hotel Haward December 11. Frederic P. Pique, of Hammond 
Shipping, Ltd., delegate to the October, 1933, convention of the 
Associated Traffic Clubs of America, was chosen for first vice- 
president, and Edward “Duke” Trueman, of the Western Trans- 
portation Company, was chosen for second vice-president. E. B. 
Wilcox, Dollar Line, was elected secretary and C. J. Chodzko, of 
the Board of Education, was elected treasurer. The following 
were elected to the Board, of which J. J. Berryman will con- 
tinue as chairman: L. E. Osborne, A. T. & S. F.; R. J. Briggs, 
McCormick Steamship Company; T. R. Mojonier, H. H. Elder 
Company; R. P. Stimpson, Commercial News; C. Ronald Mason, 
Pacific Consolidators; F. J. Nilles, Eggers Dollar Stores, and H. 
M. Butz, McCormick Steamship Company. Announcement was 
made that Stanley Mattoon, of Anderson-Mattoon Company, will 
address the club at its last 1933 meeting December 18. 





The thirty-third annual dinner of the Traffic Club of P itts- 
burgh will be held at the William Penn Hotel March 8. 





J. J. Kornfield, freight traffic manager, New Orleans Public 
Service, Inc., was elected president of the New Orleans Traffic 
Club at a meeting December 11. The other new officers are as 
follows: First vice-president, Raoul J. Jourdan; second vice- 
president, J. Walter Hailey; third vice-president, P. E. Golden; 
treasurer, P. H. Roach; secretary, E. C. Marks; directors, W. H. 
Cornay, A. J. Maloney, C. R. Stauss, A. H. Start, W. C. McCor- 
mick, W. M. Adams, and W. O. Lewis. Installation will take 
place at the annual dinner January 6. 





Bridgeport truckers will be hosts at a “Truckmen’s Night” 
meeting of the Bridgeport Traffic Association at the University 
Club December 18. The speakers and their subjects are as fol- 
lows: Miles Illingsworth, secretary of the Motor Truck Asso- 
ciation of Connecticut, “General Trucking Conditions;” Everett 
Arbour, Consolidated Motor Company, “The Trucking Code;” 
William Laube, Laube Interstate, Inc., “The Eastern Rate Con- 
ference.” Entertainment will include a magician and there will 
be a “smoker” and buffet luncheon following the meeting. 





The monthly meeting of the Traffic Club of New York will 
be held in the club rooms in the Park Central Hotel December 
19. Milton A. Mills, sales manager, Toll and Teletypewriter Serv- 
ices, New York Telephone Company, will speak on “Building 
Business by Telephone.” Dinner will be served before the 
meeting. 

The full extent of potential economies and conveniences of 
the motor truck have been withheld from the public as a result 
of “unduly stringent tax and regulatory laws,” according to Ar- 
thur C. Butler, of the National Automobile Chamber of Com- 
merce, who was the speaker at a meeting of the Women’s Traffic 
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Club of Greater New York at the Fifth Avenue Hotel Decem- 
ber 12. 


A mail vote of its directors will be taken by the Associated 
Traffic Clubs of America on membership applications of the 
Wyoming Valley Traffic Club and the Capital District Traffic 
Association. 


The monthly dinner meeting of the Transportation Club of 
Evansville at the Vendone Hotel December 20 will be without 
a speaker. Plenty of entertainment is promised, officers will be 
elected, and the annual singing of Chrstmas carols will be under 
the leadership nf C. E. Alwes, of the Wabash. V. H. Bosse and 
J. W. Chandley are candidates for president. 


AIR TRANSPORT CODE 

The Aeronautical Chamber of Commerce of America, Inc., 
has chosen its five members of the code authority for the air 
transport code. They are E. R. Breech, president of North Amer- 
ican Aviation; H. S. Martin, president of Pennsylvania Air 
Lines; W. A. Patterson, president of United Air Lines; L. D. 
Seymour, president of American Airways; and J. T. Trippe, 
president of Pan American Airways System. 

The NRA has appointed a committee to conduct an election 
of two transport operators to serve on the code authority as 
non-members of the chamber. The committee includes Eugene 
L. Vidal, director of aeronautics, of the Department of Com- 
merce; Edward P. Warner, editor of Aviation magazine; and 
Paul Collins, vice-president of the Boston and Maine Airways. 
The committee will close the election of the two code authority 
members on December 16, after which the first full meeting of 
the code authority will be held. 


AIRPLANES AND FORESTS 

Airplanes were used for fire patrols or transportation this 
season in five of the eight national forest regions of the United 
States exclusive of outlying possessions. Planes transported 971 
men and 498 flying hours were devoted to patrol work in the 
season of 1933, according to the Forest Service, U. S. Depart- 
ment of Agriculture. Regional reports received at the Washing- 
ton office show also that 164,930 pounds of emergency equipment 
and supplies were delivered to remote national forest points by 


Nave Mooney — 
Inerease Sales 


GENERAL STORAGE — RENTAL SPACE — 


LACKAWANNA 


TERMINAL WAREHOUSES : 


JERSEY CITY, N. J. 
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airplane. Cost reports from the Lake States region are not yet 
completed, but expenditures for all patrols amounted to $11,925, 
and the transportation cost figures received so far are $17,997. 


FEDERAL AIRWAY REPORT 

“The federal airways system, as now established, comprises 
18,100 miles of lighted and 900 miles of unlighted airways 
equipped with 262 landing fields and 68 radio communication 
stations, besides beacon lights, a weather reporting service, 
more than 13,000 miles of teletypewriter communications cir. 
cuits and the trained personnel necessary to operate and serv. 
ice this equipment,’ says Daniel C. Roper, Secretary of Com. 
merce, in his annual report to President Roosevelt, for the fiscal 
year ended June 30, 1933. 

For the fiscal year 1934, according to the report, the appro. 
priation for the work of the aeronautics branch of the depart. 
ment and air navigation facilities provided and maintained by 
the government totaled $7,660,780, as against $8,553,500 in 1933, 
$10,362,300 in 1932, $9,204,830 in 1931, $6,416,620 in 1930, $5, 
519,350 in 1929, $3,791,500 in 1928, and $550,000 in 1927, the 
aeronautics work having been started after passage of the 
air commerce act in 1926. As of June 30, 1933, the personnel 
of the branch totaled 268, of which 135 were in the District 
of Columbia and 133 were in the field. 


REVENUE TRAFFIC STATISTICS 


Class I railroads in September had average revenue a ton- 
mile of 9.87 mills as against 1.29 mills for the corresponding 
period of 1932, according to revenue traffic statistics compiled by 
the Bureau of Statistics of the Commission. Average revenue a 
ton a road was $1.911 in September as against $2.115 in Septem- 
ber, 1932. For the nine months ended with September the aver- 
age revenue a ton-mile was 10.06 mills as against 10.61 mills in 
the corresponding period of 1932, and average revenue a ton a 
road was $2.027 as against $2.169 a year ago. Average revenue a 
passenger mile was 1.863 cents in September as against 1.988 
cents in September last year, and 2.037 cents in the nine months 
as against 2.337 cents in the corresponding period of last year. 


TRANS-MO.-KAN. BOARD 


Carloadings in the territory of the Trans-Missouri-Kansas 
Shippers’ Advisory Board the first quarter of 1934 will show 


Rail Siding and Loeal L.C.L. 
Freight Station in same building 
save unnecessary cartage ex- 
pense on all rail shipments. 
Store door delivery at low cost 
to Greater New York.Longisland, 
New Jersey, Westchester County, 
Hudson River Valley and Con- 
necticut. Speeial arrangements 
for distribution into Rhode Is- 
land and Massachusetts. Let us 
act as your eastern shipping 
elerk and thereby inerease your 
sales by delivering tomorrow 
orders that are sold today. 

Save freight charges by shipping 
direct to us in consolidated cars 
of L. C. L. shipments for im- 
mediate distribution. 
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PORT 


ALBANY 


Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. , 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, 
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where the BUYERS 
ARE! 


| re the NRA urges the employment 
of more men in more jobs . . . ‘‘put men back 
to work, and bring back prosperity.’’ 









Purchasing power is being increased, and with it the 
demand for goods—your goods! 







But do you have your merchandise where it can 
easily be purchased? Dealers’ stocks are low . . . Job- 
bers’ stocks are low. . . and you can’t get orders if 
you can’t make delivery! 


Consider the ‘A.W. A. Plan.’ The American 
Warehousemen’s Association distribution service cov- 
ers the country . . . it will actually zmprove your ser- 
vice to your customers... yet confine your expenses 
to the volume of goods moving... and thus reduce 
your distribution costs! 















Store and distribute your merchandise through 
A.W. A. warehouses in any or all of 189 principal 
American cities. These warehouses will receive your 
merchandise in carload or less-than-carload lots. . . 
store it until needed by wholesalers, dealers or users 
. .. then deliver it where it is wanted. In effect, 
these warehouses become your branch house in each 
city you select... storing and distributing your 
goods... . handling your orders . . . keeping in touch 
with you through daily stock reports. 















Suce a distribution system is cheaper—yet more 
efficient!—than operating your own branch. It gives 
you better “‘branch house service’’—but no lease, no 
labor pay-roll, no fixed expense! You pay on a 
*‘piece work’’ basis only, for goods actually stored or 
distributed. 

















Our 32-page booklet 
explains the plan in de- 
tail. . . tells how hun- 
dreds of nationally-im- 
portant manufacturers 
(and many smaller 
firms) make use of A. 
W. A. service. Write 
today for a free copy. 




















AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 
2079 Adams-Franklin Bldg., Chicago, Ill. 
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STARRETT LEHIGH 
BUILDING 


Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-0297 
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an increase of 0.2 per cent, according to reports submitted ty 
the board by the commodity committee chairmen. The quay. 
terly meeting of the board was omitted. A summary of the 
reports follows: 

Actual 


Carloadings 
1st quarter 


Prospective 
Carloadings 
lst quarter 
Commodity 1934 
Agricultural implements 295 
Automobiles 8,750 
Canned goods 85 
Cement 
Clay products 


Prospective 
Per cent of 
Increage 

0 


Dairy products 

Eggs 

Poultry 

Fresh vegetables 
Fresh fruits 

Grain 

Grain products 

Hay, straw and alfalfa 
Iron, steel, etc. 
Boilers and machinery 
Lime, plaster and gypsum 
Live stock 

Lumber 


7 


ms 
Oo ee 
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Other metals (pig, bar and sheet) 
Packing house products 
Petroleum and products 

Potatoes 

Salt 

Sand, stone and gravel 

Sugar, syrup and molasses 


200 
18,942 
44,980 

200 

5,086 


15,045 
1,303 


265,994 


a 


LOTT GOON PASM IS) HIS 00 19.00 19 90.00 SS 
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* 


= 
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*Decrease 


P.W.A. LOANS 


The P.W.A. December 15 announced allotments of loaus for 
$5,500,000 to the Boston and Maine for reconditioning rolling 
stock, buildings, and other equipment, and for $500,000 to the 
receiver of the Central of Georgia for two hundred new coal 
cars. Officials indicated they expected final aciton soon on the 
eighty-four million dollar loan to the Pennsylvania. 


NEW FREIGHT CLAIM OFFICE 


The American Railway Association has formally announced 
the appointment of C. H. Dietrich ag executive vice-chairman, 
Freight Claim Division (see Traffic World, Dec. 9, p. 1026). This 
position is a newly created one made necessary by the expand- 
ing activities of the freight claim division and will provide not 
only a permanent executive officer for handling the division’s 
affairs between member line freight claim departments, but 
will, in addition, furnish a point of contact between the freight 
claim division and the shippers and receivers of freight through- 
out the United States and Canada. Mr. Dietrich is retiring 
from the freight claim agency of the Milwaukee Road after 
having served in that capacity since November 1, 1917. 


HANDLING OF CLAIMS 


“In the interest of maintaining, on a _ business-like and 
orderly basis, the handling by the carriers of the freight claims 
presented by their patrons,” an appeal, in circular form, has 
been issued by the freight claim division, American Railway 
Association, for the cooperation of all those who find it neces- 
sary to present claims against the carriers for loss or damage 
of freight in transportation. The circular outlines the form to 
be followed in presentation of claims and the supporting docu- 
ments required. The provisions set out, it is stated, will be 
found to conform to good practices as followed by a majority 
of commercial shippers and to be in harmony with the require- 
ments of the law and the Commission. 


Digest of New Complaints 


No. 25800, Sub No. 3. Board of Commissioners Lake Charles Harbor 

& Terminal District, Lake Charles, La., vs. A. & S. et al. 

Alleges that complainant and interests represented by it have 
been subjected to a rate adjustment on cotton in violation of 
first three sections of interstate commerce act and section 500 of 
the transportation act of 1920, on transportation from points in 
Ark., La., Mo., Okla. and Tex. to Lake Charles, La. Competitive 
gulf ports preferred. Asks cease and desist order and rates. 
(C. D. Arnold, T. M., 429 Broad St., Lake Charles, La.) 
. 26267, Sub No. 6 Augusta Farmers Co-Operative Union, 
Waynesboro, Va., vs. N. & W. 

Unreasonable rates and charges, coal, mines in Pocahontas 
district served by N. to Waynesboro, Va. Asks cease 
and desist order and reparation. (G. H. Branaman, Waynesboro, 


Inc., 
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FOR THE LAST-MINUTE RUSH 
USE RAILWAY EXPRESS 


Christmas time is emergency time for most of us. From 
every direction comes the order rush, Rush, RUSH. 


The public habit of hand-to-mouth buying may 
leave you short-stocked. New supplies for last 
minute orders may have to be hurried—quicker than 
usual. Christmas goods are prizes at Christmas and 
disappointments afterward. 


Play safe. Specify Railway Express for all your 
shipments, for with this nation-wide organization, 
rush is a reality and not a mere package label. 


Railway Express is ready to whisk your shipments 
away—whether there is one package or one thousand, 
whether consigned to you or your customers—and 
speed them the fastest way on the most direct route. 


A receipt when we collect and another when we 
deliver are unquestionable proof of delivery. 


The last-minute rush of Christmas orders holds no 
fears for Railway Express and haven’t for almost a 
century. Telephone the nearest Express office today 
for service or information. 


Remember that Railway Express will call at 
private residences, if within vehicle limits, for Christ- 
mas shipments. A telephone call to the local Railway 
Express office does the job. Tell the Chief, your 
friends and employees about it. 


SERVING THE NATION FOR 94 YEARS 


NATION-WIDE SERVICE 


HOUSTON 
IS THE 
ONLY 


Texas Gateway 


FOR 
SOUTHWESTERN 


COFFEES 


J. Russell Wait 


Director of the Port 
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Va., and Wilbur La Roe, Jr., and Frederick E. Brown, attys., 

Washington, D. C.) 

No, Ss ae Rubber. Mills, San Francisco, Calif., vs. A. T. & 
5. F.. ot al. 

Unreasonable rates, rubber hose, Pittsburg, Calif., to West- 
wego, La. Asks rates and reparation. (W. L. Reed, secretary, 
353 Sacramento St., San Francisco, Calif.) 

No. 26289. Olean Glass Co., Olean, N. Y., vs. Pennsylvania. 

Rates in violation section 6, cullet, Philadelphia, Pa., to Olean, 
N. Y. Asks refund. (R. W. Schapanski, traffic representative, 
Fruit Distributors Bldg., Chicago, III.) 

No. ~— United States Gypsum Co., Chicago, Ill., vs. B. & L. E. 
et al. 
Unreasonable rates and charges, plaster and plasterboard, Oak- 
field, N. Y., to Universal, Pa. Asks rates and reparation. (W. D. 
Lindsay, t. m., 300 W. Adams St., Chicago, III.) 
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Rates and charges in violation sections 1, 3 and 4, stocker op 
feeder live stock, cattle, hogs and sheep, in straight or mixeg 
carloads, points in Colo., Kan., Mo., Neb., N. M., Okla., S. D, 
Tex., Wyo. and other points in western territory'to Grand Island 
Norfolk and York, Neb., as compared with rates to other Neb, 
points. Ask cease and desist order, rates, rules and charges 
and reparation. (E. P. Ryan, practitioner, 315% No. Locust $&t, 
Grand Island, Neb.) 


QUESTIONS AND ANSWERS 
(Continued from page 1094) 


of the preferred routing clause, and not the shippers. — 
indicates that only one shipment not routed by the shipper moved 





The record 


o. City Produce Co., Inc., Pittsburgh, Pa., et al. vs. over a route not specifically ~— > the ——. —_—, Move- 
t ‘ up. No. . 2. Dearborn’ ment at the specific direction of shippers cannot be considered as 

I ie a". — fa ee ae in. ohiisiien ot having been made at the option of the carriers or “for convenience 
sections 1, 2, 3 and 6; that Pennsylvania will receive all orders Of, or through error of, carriers.” The preferred-routing clause 
sicit 1 does not, therefore, cover shipments forwarded in pursuance of 


for car reicing and turn same over to Fruit Growers’ Express, 
which in turn will turn them over to City Ice & Fuel Co. Ask 
cancellation of rule and reparation. (Walter S. Ryan, atty., 1210 
Palo Alto St., North Side, Pittsburgh, Pa.) 

No. cu + on Oil Co. of California, San Francisco, Calif., vs. 

- N. et al. 

Unreasonable rates, petroleum products, Richmond Beach and 
Longview, Wash., and Willbridge, Ore., to points in Ore. and 
Wash. Asks cease and desist order and reparation. (R. N. Sling- 
erland, t. m., 225 Bush St., San Francisco, Calif.) : 

No. 26293. Texas Pacific Coal & Oil Co., Ft. Worth, Tex., vs. A. T. 
& S. F. et al. 

_Rates in violation sections 1 and 6, petroleum fuel oil and road 
oil, Wynnewood, Okla., to Logan, Sand Springs and Tucumcari, 
N. M. Asks rates and reparation, (E. A. Starr, atty., Ft. Worth 
Natl. Bk. Bldg., Ft. Worth, Tex.) 

No. 26294. Mt. Waldo Granite Corporation, Frankfort, Me., vs. B. & 
Ar. R. R. et al. 

Unreasonable rates, hammered granite, Frankfort and Mt. Waldo 
Siding, Me., to Washington and Georgetown, D. C., and Rosslyn, 
Va. Asks rates and reparation. (Benj. J. Brooks, atty., Mills Bldg., 
Washington, D. C.) 

No. 26295. Armour and Co., Chicago, Ill., vs. A. C. L. et al. 

Unreasonable rates and charges, fresh meats and packing house 
products, in straight and mixed carloads, E. St. Louis, Ill., Kan- 
sas City, Kan.-Mo., St. Joseph, Mo., Sioux City, Ia., and S. St. 
Paul, Minn., to Laurinburg, N. C. Asks reparation. (Paul E. 
Blanchard, atty., Armour & Co., Union Stock Yards, Chicago, III.) 

No. 26296. James Curran and Herman R. Munich, a co-partnership 
trading as Curran and Munich, Baltimore, Md., vs. N. Y. C. et al. 

Rates in violation sections 1 and 3, potatoes, Pittsford, N. Y., 
to Great Cacapon, W. Va., as compared with rates to stations 
adjacent to Great Cacapon. Asks cease and desist order, appli- 
cation of rate of 33 cents and waiver of undercharges. (James 
Curran and Herman R. Munich, Baltimore, Md.) 

No. 26297. Leigh Banana Case Co., Chicago, Ill., vs. A. & R. et al. 

Rates and charges in violation sections 1, 2 and 3, fruit and 
Vegetable packages, baskets or hampers, nested, in carloads, or 
in mixed carloads with crate material, Leigh, S. C., to points in 
Ii., Ind., Mich., O., W. Va., Del., Va., Md., Pa: N. ¥., Conn., 
Mass., Vt., N. H., R. I. and B. C., as compared with rates from 
points in Texas, Ark., Mo., Ia., Colo., Ill, Ind. and N. Y. Asks 
cease and desist order, and rates. (C. C. Dougherty, V.:P,. 2230 
S. Union Ave., Chicago, IIl.) 

No. 26298. Grand Island Live Stock Commission Co. et al., Grand 
Island, Neb., vs. A. T. & S. F. et al. 


ee ——— ee —————————— ————— —————_—_—— 





ONE sure way to pyramid profits is to reduce haulage 
costs. Use Semi-Trailers and your trucks will haul three 
times more payload—you'll save at least one-third your 
present haulage expense. Complete details on request. 


FRUEHAUF TRAILER COMPANY 
10980 Harper Ave. Detroit, Michigan 





FRUEHAUE TRAILERS 


specific routing instructions from the shipper. It is an emergency 
carriers’ convenience rule. Its effect is merely to enable the car. 
riers, when for operating reasons they find it expedient or necessary, 
to move a routed shipment over other than the designated route 
or an unrouted shipment over other than the lowest-rated route, 
and to protect on such shipments the rates applicable over the 
routes over which the shipments should have moved. It does not 
relieve carriers of the obligation of protecting, on an unrouted ship- 
ment, the rate over the lowest-rated route available, nor does it 
deprive a shipper of his right, on a shipment routed by him, to the 
rate applicable over the route designated when that rate is lower 
than the rate in effect over the route used by the carriers. De- 
fendants’ position with respect to the preferred-routing clause is 
untenable, 


In this case there is no limitation of the ruling to a gen- 
eral commodity rate. 





Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


December 18—Washington, D. C.—Examiner Fleming: 
25727—-Seatrain Lines, Inc., vs. A. C. & Y. Ry. et al. 

December 18—Argument at Washington, D. C.: 
25834—John Morrell & Co. vs. B. S. L. & W. Ry. et al. 
24685—Lincoln Chamber of Commerce et al. vs. A. & S. Ry. et al. 

December 18—Philadelphia, Pa—Examiner Wilbur: 
26219—Philadelphia Quartz Co. vs. Alton R. R. et al. 

December 18—Lincoln, Neb.—Nebraska State Railway Commission: 
Finance No. 10169—Application C. B. & Q. R. R. for permission 

to abandon its line between Yutan and Allis, Neb. 


Fos ngineered Sriusns portation 
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Poar Ciries : —Stamford, South Norwalk, Bridgeport 
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MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


“y Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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’'M A PACKING and 
SHIPPING SPECIALIST 


Here’s proof that my pre- 
scriptions save money 


mPHIS booklet, My STRAP-BOOK, shows ‘before and 
after photos’ of numerous cases which | have taken care 

of. it also shows my container clinic where | diagnose diffi- 
cult cases—and ains my famous Steelstrap treatment, 
used daily by thousands of manufacturersin all lines of busi- 
ness to protect their merchandise against shipping sickness. 


The fine part of this Steelstrap treatment of mine Is that it 
is not only painless but pleasant to take, because savings 
“). in container and freight costs more than offset the expense 

4 of strapping. You need a copy of My STRAP-BOOK in 
your shipping department—for what it will save you in 
money and trouble. Write for it today. No obligation.” 


DOC. Steelstrap 


AC ME STEEL COMPANY 


rf STUDY AT 
HOME 


Fd Be independent. Earn $3,000 to $10,000 

annually. We guide you step by step— 

furnish all text material, including four- 

teen-volume Law Library. Degree of LL. B. conferred. 

Low cost, easy terms. Get our valuable 64-page “Law 

| Training for Leadership” and “Evidence” books free. 
Send for them NOW. 


LASALLE EXTENSION UNIVERSITY 


Dept. 1295-L Chicago, III. 


















Buyer Said: 


—and he spoke in gen ship- 
rs think that because we are tar away, 
ha don’t know the value of time.” DON’T 
FORGET! Buyers and merchants in the 
Orient want merchandise shipped from 
America the shortest, fastest way. You'll ac- 
commodate them ... and please them... 
if you ship VIA SEATTLE and the Amer- 
ican Mail Line. 





An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules regu- 
lar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. 


For information, apply desk No. 6 


21 West Strecticccccccoccceccee 
1714 Dime Bank Bldg 

110 So. Dearborn St 

Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building.. 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 





Seattle 


The Traffic World 
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CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 













STEAMER Phila- Los San 


e i } 
#- [Baltimer delphia | Angeles |Francisco|Richmond] Portland | Tacoma 





















PENNMAR 
TEXMAR 
CALMAR 
YORKMAR 
OAKMAR 
VERMAR 
FLOMAR 
ALAMAR 














EASTBOUND SCHEDULE 
SAILS 










New | Phila- | Balti- 


Port- 
land }Seattlel ton [Alameda |Francisco|Angeles| York |delphia] more 





Sailed | Sailed |Dec. 18]Dec. 19}Dec. 19]Dec. 21} Jan. 11}Jan. 15}Jan. 18 
Dec. 18]Dec. 25} Jan. 











tOAKMAR | 14 





*Astoria Jan. 10, Feb. 7. 
+Grays Harbor Dec. 27, Jan. 24, Feb. 21. 


{Cargo from Portland will be loaded on vessels westbound voyage as per 
above schedule. 


Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


EASTBOUND LOADING AND DISCHARGING PIERS 
PACIFIC COAST ATLANTIC COAST 
Ree tee ee, Sok Termtast NEW YORK—Pler 40—North River 


STOCKTON—Port 
SAN FRANCISCO—Pler 48B PHILADELPHIA—Pler 98 South Wharves 


OAKLAND—Howard Terminal —_ 
ALAMEDA—Encinal Terminal BALTIMORE—Pler 7 Pert Covington 
LOS ANGELES—Berth 145 Wilmington 










A fwaa 


— == 
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YOU CAN SAVE 
TIME AND MONEY 


Route your next shipment of freight to the Orient 
VIA SEATTLE. It will arrive at its destination hours 
or days sooner. And much to the pleasure of your 
Oriental customers, who will appreciate the service. 





Seattle will give you the same terminal facilities, modern 
in every detail . . . the same careful handling of your 
goods . . . as in other well managed ports . .. and 
IN ADDITION has the geographical advantage of 
being the nearest United States port to the Orient. 


Write Bell Street Terminal, Seattle, U. S. A., for the 
illustrated Port Year Book. 


“Ports Seatile 
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HARTMAN’S CHICAGO GUIDE 


Freight, Parcel Post and Express Rates 
(Percentage Rate Tables) 
Between Chicago and Stations in 
United States and Canada 
$10.00 per year 
Convenient, Accurate 732 Federal St., Chicago 


BUFFALO, N. Y. 


LARKIN TERMINAL WAREHOUSE 
Buffalo's most modern warehouse. We 
store, distribute and forward general 
merchandise. Lowest Buffalo insurance 
rates, 125-car track capacity on Erie 
and New York Central Railroad. 


Lttkhttt Co rac. 


J. E. Wilson, Vice-Pres 


SUSSSSSSRCeeeeeeseeeeeseeeeR 
Tesessesecesessesessscassase® 


SSSSSSSCSSSSSSSSSHSSSSSSSSSSSASSSSSSSSSSSASHSHSERSSESSSSSSERSSSeseeeeeaseseesesesessy, 


TRAFFIC MANAGERS 


Traffic 
and 


% 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases 


Departmental Service Commerce 
713 Mills Bldg. 


WASHINGTON, D. C. Specialists 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
to Rates—Censolidations and Valuatiens 
643 TRANSPORTATION BLDG. 

WASHINGTON, D. C. 


Valuation 


~ 


Se Methods 


7} 


STAGE coach days are long past, but 
some stage coach methods still survive, re- 
sulting in costly delays in the distribution 
of merchandise. Modern customers de- 
mand speedy deliveries. Manufacturers 
and wholesalers in many lines are meeting 
these demands efficiently and economically 
by maintaining spot stocks in first class 
public warehouses. May we tell you how 
Crooks Terminal service can fit in with 
your broadest requirements? 


CROOKS TERMINAL 
WAREHOUSES 


CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 W. 14th Place 1201-1213 Union Ave. 
5801-5967 W. 65th St. 1411-1417 St. Louis Ave. 


LOS ANGELES 
Ninth and Alameda Streets 
operating as 
Overland Terminal Warehouse Co_ 


NEW YORK 
76 Beaver Street 
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December 18—Portland, Me.—Examiner Sullivan: 
Finance No. 10192—Application of Me. Cent. R. R. for authority ty 
issue, sell, exchange, use, or dispose of certain securities . 
Finance No. 10193—Application of Me. Cent. R. R. for Suthority 
acquire control of the Portland & Rumford Falls R. ». Portland 
& Rumford Falls Ry., and Rumford Falls & Rangeley Tae R.R 
by purchase of capital stock under section 5 (4) of the inter. 
state commerce act. 
December 19—Argument at Washington, D. 
es on ogg 1 > 4, incl. y—iiemtema-Dehets Power Co. vs, ¢ 
= =f Sub. ‘ and 2)—Montana-Dakota Power Co. vs. G, NX, 
y. eta 
December 19—Philadelphia, Pa.—Examiner Wilbur: 
25778—Penn Anthracite Mining Co. vs. C. R. R. of N. J. et al, 
December 20—Philadelphia, Pa.—Examiner Wilbur: 
— a Chester Terminal & Warehousing Co. vs. Pa. R, R 
et a 
December 20—Washington, D. C.—Examiners 7 a and Dillon: 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 
25630—In the matter of divisions of joint class rates in official 
territory. (Adjourned hearing.) 


December 20—Argument at Washington, D. C.: 
Valuation No. 1163—Flint Belt R. R. 


December 21—Washington, D. C.—Examiner Peyser: 
Fourth Section Application No. 15315—Filed by J. E. Tilford, Agent, 
December 21—Philadelphia, Pa.—Examiner Wilbur: 
22289—-Sharpless Separator Co. vs. Pa. R. R. et al. 
January 3—San Francisco, Calif.—Railroad Commission of State of 
California: 

Finance No. 10136—Joint Application of Southern Pacific R. R. and 
Southern Pacific Co. for permission to abandon a part of the 
Rumsey Branch in Yolo County, Calif. 

comuety 3—Youngstown, O.—Examiner Haden: 

26271—Genfire Steel - (Truscon Steel Co., proprietor), et al. vs, 

B. & A. RK. RK. (N. . R. R., lessee), et al. 
January Fah he Tso D. ‘C.—xaminer Howell: 
|. & S. 3922—Freight between New York and Boston via water. 


January 4—Washington, D. C.—Examiner Curtis: 
25094—Seaboard Air Line Ry. vs. Carolina & Northwestern Ry. ét al. 


January 4—Washington, D. C.—Examiner_ Glover: 

Fourth Section Application No. 13473—Rates from and to Pacific 
Territory. ( 

January 4—Ashland, Ky.—Kentucky Commission: 

Finance No. 10139—Application of C. & O. Ry. for a certificate of 
public convenience and necessity permitting abandonment of line 
between Garrison and Carter, Ky. 

January 4—Augusta, Ga.—Examiner Davis: 

* Finance No. ee C. A. Wickersham, receiver of El- 
berton & Eastern R. , for permission to abandon the railroad of 
that company. 

coeery, 4—Argument at Washington, D. C.: 

a ey Mail Pay—(In the matter of application of N. J. & 

R. R. for classification as a separately operated railroad.) 

18788 ‘oan Subs. 1 and 2)—Parkersburg Rig & Reel Co. vs. C. & 
N. W. Ry. et al. (and cases grouped therewith). 

23044—-Blue Ridge Glass Corp. vs. A. B. R. R. et al. 


January 4—Memphis, Tenn. ey ae McChord: 
1. & S. 3926—Cotton from L. & N. R. R. to Sou. Ry. points. 


January 5—Harlingen, Tex.—Examiner Mattingly: 
3580—Loading rules on vegetables in southwestern territory. 
January 5—Washington, D. C.—Examiner Boat: 
Fourth Section Applications Nos. 14668 and 14671—Ocean-Rail rates 
from Atlantic Seaboard territory. 
January 5—Memphis, Tenn. rant a. 
Hughey Bros. vs. Y. & M - 


. & . 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer te Keene & Ames 
Fermerly Attorney and Examiner 
Interstate Cemmerce Commissien 
Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahema City Office, Petreleum Bldg. 
Tulsa, Okia., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Ilineis) 


INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES} 


1721 Morten Building 208 W. Washingten st} 
CHICAGO, ILL. H 


aceneccccsccnccessscccccccccsencucsceccnsseecccscescecessccccesscecccsccacsscssscseet 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 





